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HROUGH the advantages of H& D 
service thousands of shippers have 
found the way to a four-fold saving. 
First, the H & D corrugated fibreboard 
box costs less than a dependable ship- 
ping carton of any other material. Second, 
H & Dcontainers materially reduce pack- 
ing labor costs through greater speed 
and convenience ofhandling. Third, 
reduced transportation costs result 
from the lighter weight and greater 
compactness of H & D containers. 
Fourth, the cushioned protective 
walls and scientific design of H & D 


1206 Reg. U. S. Patent Office 


lt points the way to a 


4-FOLD SAVING 











shipping boxes greatly reduce losses 
from damage. 

Get the whole story in the new H&D 
booklet“How to Pack It.” It also tells how 
you can get the benefit of this four-fold 
economy through the services of H& D 
Package Engineers who will re-plan 
your packaging system without charge 
or obligation. Write for a copy. 


The HINDE & DAUCH PAPER CO. 
303 Decatur Street Sandusky, Ohio 


Western Address: Kansas City Fibre Box Co., 
Packers Station, Kansas City, Kansas 
Canadian Address: 

King Street Subway and Hanna Ave., Toronto 





















25¢ Per Copy 
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THE NATIONAL FREIGHT CO. 


JUDSON FREIGHT FORWARDING CO. 
G. W. SHELDON & CO. I 
Ce 
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EFFECTIVE MAY 19, 1930 \ 
THE NATIONAL FREIGHT CO. WILL OPERATE 


Thru Fast 
Daily Consolidated Cars of Less Than Carload Freight. 
To 
OMAHA, NEBRASKA é 


SOUTH OMAHA, NEBRASKA 
LINCOLN, NEBRASKA 
COUNCIL BLUFFS, IOWA 
DES MOINES, IOWA 











From 

CHICAGO 
BOSTON, MASS. HOBOKEN, N. J. PITTSBURGH, PA. 
BROOKLYN,N. Y. JERSEY CITY, N. J. PONTIAC, MICH. 
CAMDEN, N. J. LONG ISLAND CITY, N.Y. PROVIDENCE, R. I. 
CINCINNATI, OHIO NEWARK, N. J. SPRINGFIELD, MASS. 
CLEVELAND, OHIO NEW YORK, N. Y. SPRINGFIELD, OHIO 
COLUMBUS, OHIO PASSAIC, N. J. TOLEDO, OHIO 
DAYTON, OHIO PATERSON, N. J. TRENTON, N. J. 
DETROIT, MICH. PERTH AMBOY, N. J. WILMINGTON, DEL. 
ELIZABETH, N. J. PHILADELPHIA, PA. WORCESTER, MASS. 


(and numerous other points) 


New and Modern Freight Facilities are now under construction in both Omaha and 
Des Moines. 








The constant addition of new services will result in a better and more economical 
freight transportation to shippers and receivers of less than carload freight. 


For rates and other information communicate with our office in your city. 


THE NATIONAL FREIGHT CO. 
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“The Right Way to Ship” 
LJ 


UN 


a 





CUSTOMERS 





In transportation, as in every 
phase of industry, public confi- 
dence cannot be gained over night. 


It is the actual performance of a 
thoroughly dependable less than 
carload freight service year after 
year that creates and maintains 
the confidence of the shipping 
public. 


It is the consistency of Universal 
Trans-Continental Freight 
Service, together with the econ- 
omy derived from its reduced 
rates, that holds the faith of our 
customers and steadily increases 
their number. 


UNIVERSAL 


TRANSCONTINENTAL 


FREIGHT SERVICE 


Operated .by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 


bile parts, etc., for more than 30 years 
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Two Square Miles 


of the Fifty 


This illustration 
shows part of the 
industrial devel- 
opment at Clear- 
ing and the resi- 
dential section 
adjoining. A 
portion of the 
B. R. C. Clearing 


Transfer shows 





at the left. 


The 


F. J. WASSON.. 
General Traffic and Industrial Manager 
Dearborn Station, Chicago 





































Attractive, readily accessible industrial property to an 
extent of over fifty square miles borders the line of the 
Belt Railway Company of Chicago. There is still acre 
after acre of this most desirable property available. 
Prairie land that sold at reasonable prices yesterday, 
today is valuable factory sites. Three hundred and fifty- 
two industries used “trunk line service” to all America 
by way of the Belt Railway Company of Chicago and its twenty- -five con- 
necting trunk lines in 1929; twenty years ago there were but ninety-eight. 
By our service we are judged and our industries—and we—profit. Ask any 
of the industries that we serve. 

There are attractive homesites wherever our industries group. They have 
all of the attractions of the nearby city, but in many cases the advantages 
of a country location. All locations on the B. R. C.’s twenty-five miles 
benefit by the speed and safety of “trunk line” service to everywhere—at 
Chicago rates. 


Our maps tell the story—they are sent on request. 


BELT RAILWAY COMPANY 


of CHICAGO 


Industrial Department 

J. H. BROWN 
Traffic and Industrial Manager 
Dearborn Station, Chicago 


Telephone Harrison 3684 
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Vaweeiin Speeding 


Your Shipments 


**The Locomotive Inspector’ 
‘T= man who is always looking for 


trouble is the Wabash locomotive 

inspector. It is his duty to see that 
each \ocomotive is free from any possible 
defect and fully equipped with all required 
safety appliances. He is alert, and extremely 
careful to find the smallest crack, loose 
bolt or imperfect adjustment. 


Only when a locomotive is certified as 
being in perfect condition by the locomo- 
tive inspector can it be dispatched for 
Wabash Red Ball Fast Freight Service. 


The skill of Wabash locomotive inspec- 
tors is evidenced in the enviable record of 
the Wabash for the highest mark in main- 
tenance of motive power and on-time 
service of its trains. 


WABASH 
REDBALL 


FAST FREIGHT 
SERVICE 
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JOINT RATES 


CANNED GOODS CANNED GOODS 


Effective April 22, 1930 
from 


ILLINOIS - INDIANA - KENTUGKY 


LYE to LIME 


CALIFORNIA - OREGON - WASHINGTON 
Illinois Central System 
Mississippi- Warrior (Barge Line) Service 


THE REDWOOD LINE 
through the | riv Pare] 


Panama Canal 
Learn What This Means to Your Shipments 
WRITE 
REDWOOD LINE, INC. 
Cena Offices 


1421 New Orleans Bank Bldg.—226 Carondelet St. 


NEW ORLEANS 
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Get this FREE Book! 


It tells how to increase 
sales and reduce costs. 
The facts it presents may 
revolutionize your meth- 
ods of distribution. 





We'll Be Your “Branch House” In 
Any or All of 126 Major Cities 


Send us your merchandise 
-+. put your sales force to 
work in our cities... and 
we'll do everything your 
own branch house could 
do in the physical dis- 
tribution of your goods! 








The A. W. A. Plan is a long-established, 
highly successful method of distribution 
...used for years by nationally known 
makers of foods, drugs, hardware, textiles 
and other commodities. This plan is now 
attracting the attention of manufacturers 
and distributors everywhere because of its 
proved soundness and very real economy. 


This year of intense competition, 1930, 
has made the problems of distribution 
the chief concern of American business. 
Alert manufacturers are weighing the ad- 
vantages and the costs of their established 
dieulindan machinery ... seeking new 
sales outlets . .. improving their whole- 
sale and jobbing connections . . . experi- 
menting with direct selling. 


At such a time, the A. W. A. plan of dis- 
tribution offers new possibilities to every 
progressive manufacturer or distributor 
of goods — whether he sells direct or 
through jobbers. We receive merchandise 
in carload or less-than-carload lots... store 
it as long as you wish... distribute it when 
and where you instruct us. Thus you can 
achieve strategic “spot stock” distribution 
throughout the United States, Canada, 
Cuba, Hawaii... and be able to deliver 
your goods quicker and at less cost. _ 

Full details of our plan are described ina 
32-page booklet recently published. Its 
title is:Increasing Your Sales Through the use 
of A.W. A. Public Merchandise Warehouses.” 
We'd be glad to send you a copy, free, 
and without obligation. Just address the 


Public Merchandise Warehouse Division 


American Warehousemen’s Association 


1742 Adams-Franklin Building, Chicago, Illinois 
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Now- Direct from Baltimore and 
Philadelphia to Paecifie Coast 


Munson-McCormick Line announces the elimination 
of the port of New York from the westbound schedule. 
This lessens the time in transit from Baltimore and 
Philadelphia and materially improves service to 
shippers of goods for Pacific Coast distribution. The 


following is an example of service: 


STEAMER ome maaan 
S.S. West Cape May 17 May 21 
S.S. Absaroka May 31 June 4 
S.S. Mundelta June 14 June 18 
S.S. Chas. R. McCormick June 28 July 2 


Also calling at Wilmington, Del., and Camden, N. J., 
prior to sailing from Philadelphia. 


Eliminate Worry—Ship via McCormick . . . Four Fleets—80,000 Miles of Service 


Pacific Coastwise Freight 


and Passenter Serdice Regular Intercoastal Service 


Pacific-Argentine-Brazil Line Pacific-Porto Rico Service 


U. S. Mail Contract Steamers 









OAKLAND Portland 

PARR TERMINAL Seattle 
LAkeside 3146 
é ) Me Tacoma * 
Los Angeles Astoria 


215 Market St. 


San Francisco 


Vancouver, B.C. 
DAvenport 3500 


San Diego 
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Mian practunsine 
Kansas City 
reach 15 million 
people from /Kan- r 
sas City at less 
transportation 





cost than from any 


other metropolis 
BY RAM 





BY WATER 


De (By 1931) | 
SSS = 












on COMMITTEE OF THE CHAMBER OF “COMMERCE 2 


k A N SAS a : Il Mi I am interested in this industry: 


i 
M I S S O U R i and I attach the coupon to my letterhead as as 
surance of my interest, without obligation, of 
course. 








Name aie 





Kansas City has 212 existing manufacturing 0 oong a 
ties—commodities bought in large volume whic 

made profitably here yet which now are bought in a 
markets. “The Book of Kansas City Opportunities” tells § 
a age story and ~~ be sent without obligation. Kindly 





Address = 








11629 
ee 
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FIRST AGAIN to CUT RUNNING TIME 


After June 1—Only 6034 Hours, Chicago to Puget Sound! 


More speed with more comfort . . . that's what Great Northern engineering has accomplished 
with its fleet of new super-power ‘oil- burning and electric locomotives ... its heavy ballast 
oiled roadbed . . . its 110-pound rails . . . its elimination of abrupt grades ‘and curves... and 
its 8-mile electrified Cascade Tunnel. Experience a new refinement of travel by takin ‘either 
of these superbly equipped and serviced trains for a clean, cinderless, scenic trip between ‘Chicago 
and Puget Sound. 


The NEW 


EMPIRE 
BUILDER 


Radio Equipped 


SUPER-POWER for SPEEDIER FREIGHT 


A new fleet of super-power oil-burning and electric locomotives ... each engine assigned to 
its own section of plains or —— or mountains, and specially powered to maintain a faster and 
more dependable service. It will pay you to cone your freight via Great Northern between 
Saint Paul, Minneapolis, Duluth, fhvag Sioux City, Winnipeg, Billings, Butte, Spokane, 
Portland, Klamath Falls, On. Seattle, Tacoma, and intermediate points. 


The LUXURIOUS 


ORIENTAL 
LIMITED 


Library Equipped 





Through Daily Merchandise Cars to and from Pacific Northwest and intermediate points. 


A. J. Dickinson P. H. Burnham H. H. Brown C. W. Meldrum H. G. Dow T. J. Shea 
Passenger Traf. Mgr. Western Traffic Mgr. | General Traffic Mgr. Asst. Gen. Pass. Agt. _—~ | ee Dinca Fy W aly 
» Paul, Minn. Seattle, Wash. St. Paul, Minn. Seattle, Wash. New York City R. 620, Chicago, Illl. 








rae Nae a te ee Saeed 


THE CLEAN, “CINDERLESS, SCENIC ROUTE 











ih 


/Ab 


Just as many men will walk out of their way to keep a black 
cat from crossing their path because of the fallacious belief 
that they are avoiding bad luck—so do many shippers send 
their Oriental cargoes “out of their way” because of the 
equally fallacious belief that South Pacific ports are closest 
to the Orient. Habit, of course, we all know that—yet many 
persist in doing it. 


















As a matter of fact, the Seattle short route is from 500 to 
1,500 miles shorter*than any other across the Pacific. 


Take Yokohama, for instance: Seattle is over 500 miles 
NEARER to Yokohama than are South Pacific ports. By the 
“established trade route” via the Hawaiian Islands, Seattle 
is nearly 1,500 miles nearer. The difference in time is pro- 
portionate—running from a day to a week, depending upon 
the speed of the vessel. The same is relatively true of Kobe, 
Shanghai, Hongkong and Manila—in fact, the entire Asiatic 
Archipelago. 


Savings of from a 
Not only does this route v Hi | p VY | doy to =o week ia 
make possible quicker A “in transit” time 
and more propitious de- mean appreciable 

Pp U B i | C saving in insur- 


liveries, but there is 
ance and _ interest 






a proportionate saving 


in shipping ass T F R M | NA AY charges. 
THE PORT OF SEATTLE 


Up-to-the-minute equipment of the Port of Seattle insures greatest 
dispatch in transfer of cargo from car to ship. Anything from 
a hundred ton locomotive to a bale of matting can be handled 
with equal facility and dispatch. 


Bell St. Terminal - - - Seattle, Washington 


Seattle 























PSeattle to Yokohama 


the Orient 





Four trans-continenta 
rail lines and inn- 
merable trans- Pacific 
steamship lines afford 
most frequent service 
VIA SEATTLE! The 
Seattle Public Termi- 
nals provide every f2- 
cility for the expedi- 
tious, economical and 
efficient transfer fron 
car to ship. 
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Over the “Hump : undamaged 





when goods are shipped 


in Wooden Boxes 


STEADY line of loaded cars 
go over the hump. Crash! 


= Bang! Smash! Trains are made 
es up and sent on their way. Across 
oie the country they roll. Often 
The they are remade a dozen times 
ry before your shipment reaches its 
mt destination. 

ane Freight cars are sturdily con- 


structed . . . stand this constant 
switching and coupling. But 
jars and bumps are hard on 
cargoes. Packages work loose. 
Rub. Shift. 

Merchandise must be well 
packed to stand the strain. Con- 


tainers must be strong and re- 
sistant. 


Thousands of manufacturers 
have found Fivefold Protection* 
—good wooden boxes—the 
safest and mosteconomical way of 
packing and shipping their goods. 

The Wooden Box Bureau 
maintains a competent staff of 
packing engineers and designers 
to assist manufacturers with 
their shipping problems. Their 
services cost you nothing—place 
you under no obligation. They 
will be glad to help you solve 
any problem related to the pack- 
ing and shipping of your mer- 
chandise. 

Mail the coupon today. It 
may save you money and worry. 


WOODEN BOX BUREAU 


of the National Association of Wooden Box Manufacturers and of 
the National Lumber Manufacturers Association + Chicago, Lllinois 





*FIVEFOLD PROTECTION 


Good 


Wooden Boxes safeguard 


your merchandise against: 


1. 
2. 
3. 
4. 
5. 


Rough Handling in Transit 
Hidden Damage ey tegen 
Pilferage 

Bad Weather 

Disgruntled Customers 





ir i 


Wood-ulse 


Nature Renews It 


y/’ Wood \ 
(Packing 
\ ey 





WOODEN BOX BUREAU 

111 We8t Washington St., Dept. 235 
Chicago, Ill. 

Gentlemen: 

‘ We meaviacture.._._._._._... 
It and are interested in learning more about 
the advantages of Fivefold Protection.* 


Name 


Company. 





Stree 





City State. 
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Now fast thru trains 
Nogales to Guadalajara 


— 


Freight train service down 
the West Coast of Mexico 
has recently been greatly 
improved. Fast through trains 
are now operated on a 96 hour 
schedule between Nogales, and 
Guadalajara, Mexico. Ship- 
ments consigned to our care at 
Nogales, Ariz., are therefore 
assured of prompt movement 
to the interior and all inter- 
mediate points. We are await- 
ing the opportunity to serve 
you as you would like to be 
served. 


L. G. HOFF, Traffic Manager, 


f Totat Sic 
alt 


*¢ 
Trapuato’ : 0 
Peni m0, ‘ $ af ueretar 


| ee 


Southern Pacific 


Railroad Company of Mexico 


You are cordially invited to use the facilities of our entire organization in any 
way we can serve _— Simply communicate with our representative nearest to you. 


St. 

‘ ‘ ee . Boston Bldg. % town Pass. ee os 531 viene be” - — 

: | Majestic Bldg. ahoma -- oe see 
"502 iui Life Bias. bia a ae ’ ia (antes Obispo) 46 Philadelphia 
-Old South Bldg. aoe .Merchants Bank Bldg. Pittsburgh 
| Ellicott Square Bldg. Babes - Railway | or we Bldg. Salt Lake wish ss Seal i405 Fourth Ape: 
oo vn Pacthe Bids. his eee ee * tes - henge Ss- og on a pace Same “Carleton Bldg: 
oe ES outhern Pacific i eee letropolitan ig: eres eee a ‘ 
Sticare= Freight D ht i ig ag me lanier aac . Ave. Cinco de Mayo, No.7 Vancouver, s. Cc. -585 Grenes Bldg: 
Giiedinnd......... vee “ees Bldg. Monterre ; - ete ow Washington, D. C 
roadway 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
tiers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate trafic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





POLITICAL RATE-MAKING 

TTEMPTS at political rate-making, though con- 

demned again and again, occur with such frequency 
isto make the question of political interference with the 
Interstate Commerce Commission one of the major 
'rausportation problems of the day. It is a major prob- 
em because, if the established system of regulation 
through the Commission, functioning in absence of 
political pressure, should be broken down by domina- 
lon of the political demagogue, shippers, railroads, and 
the general public would be adversely affected. 

Congress has the power to regulate interstate com- 
ierce. When it invaded the field of transportation, 
however, it decided it could not properly exercise that 
eer directly and, therefore, it created the Commission 
i its agent to do the work under general instructions 
‘Sset forth in the law. The conception was that there 
would be set up a body of experts who would act impar- 
llally on evidence submitted by all interested parties. 
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Cause for concern has developed in recent years by 
reason of the tendency in Congress to restrict the Com- 
mission, to limit its discretion, and to give it instructions, 
either implied or direct, that can not be carried into 
effect without violation of the principle that the Commis- 
sion must be free to decide cases on the records before it. 

Political interference with the Commission may be 
made manifest in several ways. Congress as a whole, 
by an act or joint resolution, or either branch of Congress, 
by the adoption of a simple resolution, may be guilty 
of it. Individual members of Congress, by speeches in 
the Senate or the House, or by publication in the Con- 
gressional Record of statements relating to cases pending 
before the Commission, may attempt political rate- 
making. 

In adopting the Hoch-Smith resolution, Congress as 
a whole entered the field of political rate-making, though 
it may be contended that this resolution was not political 
rate-making. The opinion has been expressed, of course, 
that the resolution did not change existing laws. It 
has been our view from the start, however, that the 
intention behind the resolution was that the Commission 
should reduce rates on agricultural products as a meas- 
ure of farm relief, and the developments in the five years 
that have elapsed since the resolution was adopted have 
not changed that view. Day in and day out the Com- 
mission is supposed to be seeing to it that the railroads 
charge just and reasonable rates. It did not need to be 
told by Congress that there had been a depression in the 
agricultural industry, and that it would be a fine thing 
if substantial reductions in rates on farm products could 
But Congress saw fit to exercise pressure on 
the Commission. It wanted the Commission to reduce 
the rates on agricultural products. In our opinion, there 
is no question but that the Hoch-Smith resolution has 
embarrassed the Commission tremendously in its effort 
to regulate rates as they should be regulated, and that 
is one result of attempts at political rate-making. 

There has been for years a persistent small group 
in Congress bent on restricting the Commission’s discre- 
tion with respect to administration of the long-and-short- 
haul clause of the fourth section of the interstate com- 
merce act. At each session of Congress the effort is 
renewed to take from the Commission the authority to 
permit departures from that section on account of water 
competition. This is a form of political pressure on the 
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commission. Congress has not acceded to the request of 
this group but, nevertheless, the issue is raised again and 
again as to how the Commission has administered the 
fourth section and how it may administer it in the 
future. 

Political interference with the Commission is again 
found in the proposal that it be made to change its 
decision in the Great Northern-Northern Pacific unifica- 
tion case that, subject to certain conditions, the unifica- 
tion would be in the public interest. This decision was 
reached by a majority of the Commission after hearing 
and argument. Whether or not the decision is correct 
or wise is not the question here. The issue is whether 
Congress should “reverse” the Commission in a particular 
case tried in accord with long-established practice, by 
adopting a joint resolution. In fact, the hearings before 
the Senate interstate commerce committee on the joint 
resolution striking at the Great Northern-Northern 
Pacific decision brought out views in the case that had 
jeen in issue before the Commission and showed the 
futility of Congress dealing with such a case. We are 
not saying here that Congress would be interfering 
politically with the Commission if it decided to withdraw 
entirely from it the authority to approve consolidations 
of railroads, though we would doubt the wisdom of such 
action; but to interfere in a particular case after a 
decision has been made is another thing. 

An instance of an individual member of Congress 
resorting to political interference with the Commission 
is found in the recent efforts of Senator McKellar, of 
Tennessee, in the sand and gravel suspension case. The 
senator used the Congressional Record several times as 
a vehicle for protests against the proposed rates. Later 
he wrote a letter to the Commission which the latter 
uwisely made a part of the record in the case and 
afforded opportunity for parties to the case to answer 
it, Then it granted a request of the senator that he be 
permitted to file a brief. The Commission, as we have 
said before, should not have considered the letter. 
Senator MeKellar’s Colleague, Senator Brock, wrote a 
letter to Mr. Newton, one of President Hoover's secre- 
taries, asking him to speak to the President about the 
proposed rates. This letter was referred to the Com- 
nission. This sort of appeal is improper and should not 
be condoned. 

These references to specific instances of political 
interference with the Commission indicate, to a certain 
‘xtent, the scope of the problem. Much progress in the 
right direction would be made if those interested in rates 
involved in cases pending before the Commission would 
hot only not ask their representatives in Congress to in- 
lereede for them with the President or the Commission, 
but would also protest against their representatives tak- 
ing part in cases. The Commission also has responsibility 
nthe matter. It should protect the “regular order” and 
Make it plain that it can not dispose of cases on any 
other basis than the record before it, and it should not 
receive letters of United States senators who are not 
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parties to the record. The practitioners before the Com- 
mission also can do much toward eliminating political 
rate-making, as recently pointed out by Mr. C. E. Cot- 
terill, in his sound address on that subject before the 
Associated Traffic Clubs of America. A concerted effort 
should be made by the Commission and all who come in 
direct contact with it to put a stop to political rate- 
making. 


MOTOR TRANSPORT 

HE Commission is to be commended for its action 

in ordering an investigation of the use of the motor 
vehicle with relation to railroad transportation, as 
reported elsewhere in this issue. In these columns in 
the issue of May 3, in a discussion of the effect of motor 
vehicle transportation on railroad transportation and 
shipping generally, we pointed out the need for infor- 
mation on that subject. We took the position that the 
facts should be developed so that the country might 
adopt a sound policy with respect to rail and motor 
transportation. As we read the order of the Commis- 
sion, it proposes to get the facts and in the light of the 
facts to take appropriate action, including the making 
of recommendations to Congress for legislation, if that 
is deemed necessary. 


SHIPPERS AND RAILROADS 


(From an address by P. C. Hodges, vice-president, Marble Cliff Quar- 
ries Co., Columbus, Ohio, made before a recent meeting of the Ohio 
Valley Shippers’ Advisory Board, of which he is general chairman) 

Learning, as we have opportunity through these boards, the 
problems of transportation peculiar to both shippers and car- 
riers, we should be well fitted to help in solving some of those 
that lie immediately ahead on the transportation horizon. 

While the carriers have provided us with wonderfully im- 
proved service during the past eight years, yet the question 
of distribution is still a perplexing one to all business interests, 
and, while transportation is but one factor in the matter of 
distribution, it is a very important item. 

Over-production or under-consumption, whichever you wish 
to term it, is common to practically all lines of business en- 
deavor, and therefore business will continue to demand better 
service and lower cost of distribution with view to creating 
increased consumption. I do not believe this theory altogether 
faulty. Undoubtedly the growth of the chain stores during the 
past decade has been due in part at least to their ability to 
lower the distributing cost of their products, bringing an in- 
creased consumption of same. 

The problem before business is to find a method of lowering 
the cost of distribution without adversely affecting the interests 
of our transportation mediums, which must have sufficient in- 
come to provide the service we demand with profit to them- 
selves. 

The railroads have always been the forerunner of our com- 
mercial progress and they will always be the backbone of our 
transportation system, but railroads cannot indefinitely continue 
to create their own prosperity through reduction in operating 
costs. 

Is it not possible that in our endeavor to create and build 
up other mediums of transportation such as motor and water- 
ways without proper supervision and without regard to their 
proper or economic place in our system of distribution—we are 
in reality creating a condition of waste in transportation facili- 
ties that will eventually mean a higher rather than lower cost 
of distribution? 

Is it not possible that we are placing an undue burden on 
the only organized transportation system we now enjoy (and 
I refer to the railroads), by requiring them to stand more of 
the expense of this experiment than is their rightful share? 

I hold no brief for the railroads other than to see them at 
all times capable of performing the service we demand of them, 
but as business men we should see to it that their earnings are 
such as to insure them adequate credé#t, so that their facilities 
may always be kept at the highest point of efficiency. 

Within the next decade this problem may be acute and it 
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seems to me that the members of these boards with their con- 
stant study of service requirements could and should have an 
important part in the crystallization of public sentiment for a 
complete system of transportation, privately owned and profit- 
ably operated, each unit or medium of the system being allo- 
cated to perform only that service which it can most econom- 
ically and efficiently perform without detriment to any other 
unit or medium of the entire system. 

It seems to me that any other policy will fail to secure that 
which the business of our country needs for the distribution 
of our products of fields and factories, which after all are of 
little value until distribution has been accomplished. 

I know of no other organization so representative of all in- 
terests involved as are these boards and none through which 
the individual should be able to get a better insight into the 
transportation requirements of our country so that he may be 
able when necessary to speak with understanding and authority 
on this important subject. 

Therefore, it is my earnest hope that we will continue to 
look upon our connection with these boards as contributing 
something worth while to a cause that will be generally bene- 
ficial to the public at large when it becomes necessary for the 
making of a final decision upon the important question of de- 
termining what place each medium of transportation shall have 
in our great system of distribution. 


LEAGUE CONDEMNS HOWELL BILL 


The National Industrial Traffic League has issued a circular 
with respect to the Howell bill, to amend section 15-a of the 
transportation act, in which R. C. Fulbright, chairman of the 
League’s legislative committee, makes the following comments: 

“The Howell bill is contrary in several particulars to action 
which has been taken heretofore by the League. In the first 
place, it continues the provision for the making of freight rates 
upon value only, and, while the value ascertained in accordance 
with the bill is dubbed a ‘rate base,’ nevertheless, such rate 
base value is the sole criterion for fixing the general level of 
the rates. The League has repeatedly condemned this feature 
of the present law and has advocated the recognition of other 
principles, such as the ascertainment of a proper sum to enable 
the carriers to function efficiently, meet the future transportation 
requirements of the country, and secure adequate capital at 
reasonable rates of interest. 

“Second, it continues the vicious recapture principle which 
has been repeatedly condemned by the League and has already 
proven to work with great inequality in the demands that result 
upon various carriers. It frequently penalizes minor carriers 
for temporary periods of prosperity and results in inducing 
other carriers to make excessive expenditures which may be 
classed under ‘operating expenses.’ 

“Finally, the most objectionable feature of the bill is the 
evident purpose of using the recapture fund to bring about ulti- 
mate government ownership of the railroads. The excess in- 
come held in trust by the United States will be invested in 
extensions, equipment, and other properties which will be im- 
pressed with a trust in favor of the United States. Congress 
will at all times have power to administer this fund or change 
the regulations concerning it, and the result will be that the 
government will own a part of the railroad properties which 
will be, in many cases, commingled with the properties owned 
by the railroad companies. The other one-half of the excess 
earnings, after five per cent of the rate base is reached, will 
be used to retire securties of the carriers, thus reducing the 
private interest in the properties of the carrier, while the gov- 
ernment interest is at the same time increased. While it may 
take many years to bring it about, nevertheless, the ultimate 
result will undeniably be such a confusion or mixture of railroad 
and government interests in the properties that it will be but 
a step to government ownership and operation. In fact, Congress 
would have the power to provide for operation of any prop- 
erties which are held in trust for the United States. The law 
should be looked at, not only with respect to the provisions now 
contained therein, but as to the open invitation in future years 
for all kinds of legislative experiments with government rail- 
yoad property. The League has from the beginning opposed 
every measure which had a tendency to favor government own- 
ership of railroad property, in whole or fn part.” 


NEW BILL OF LADING 


The Trafic World Washington Bureau 


The Commission has under consideration the question what 
answer it shall make to inquiries as to whether, after it has 
ordered changes in the printed form of bills of lading to conform 
with changes made in the claims provisions of the bill of lading 
by the recent legislation (See Traffic World, May 3, p. 1210), it 
will be lawful to use old forms, back or front stamped to show 
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that the carrier has accepted the shipment under the 
prescribed in the new legislation. Inquiries of that 
have come from many shippers and from many printers of bills 
of lading. Some of each protest that, unless the Geen 
allows a long time after it has agreed on the form of the ins 
of lading to be used, it will be physically impossible for th 
concerned to get ready to junk such of the old forms a 
have on hand and use only the new forms. 

A question of that sort arose after the Commission. jy 
October, 1921, made report on the Export Bill of Lading ~ 
I. C. C. 347, and on Domestic Bill of Lading and Live Stocx Con 
tract, 64 I. C. C. 357. The Commission, on February | 1999 
made an announcement on the subject. It said that the utmos 
it could do would be to indicate that it approved or did no; 
approve the practice of using bills of lading not conforming in 
style, size, or in any other manner, with the form prescribed py 
it. But it pointed out then that the changes made in the bills of 
lading pertained to loss and damage claims, a matter with which 
the courts and not it were authorized to deal. 

“The utmost the Commission could do,” said the announce. 
ment, “would be to indicate that it approved or did not approve 
of such a practice. The need for such a practice has greatly 
diminished now that there will be uniform bills of lading through. 
out the country. There is still an appreciable time before the 
new bills are filed during which current forms can be used. |; 
is obvious that much confusion might be created among persons 
not dealing constantly with bills of lading, or in banking circles 
until the status of such makeshift bills had been authoritatively 
determined, or even in the courts themselves where the interests 
of innocent parties were affected. For the reasons indicated the 
Commission is unwilling to lend its approval to the practice 
described above.” 

There has been nothing in the discussion provoked by the 
recurrence of a twilight zone between the old and the new form 
of bill of lading to indicate that the Commission will take any 
= in 1930 differing from that taken in the early part of 

Notwithstanding the unwillingness of the Commission to 
lend its approval to the use of bills of lading not conforming 
with the requirements of the amended law on the subject some 
carriers signed bills of lading, tendered to them by shippers, 
which did not have the changed matter printed in them but which 
were stamped to show that the carrier, in accepting the ship- 
ments, held itself bound by the amended law, a thing it could 
not have avoided if it had so desired. The law requiring the 
carrier to give the shipper something to show that something has 
been received for transportation says the carrier “shall issue a 
receipt or bill of lading therefor.” 

“It would seem that a carrier could refuse to use a bill of 
lading tendered by a shipper which was of an unusual size or 
style, or did not correspond with the terms of the lawfully pub- 
lished and filed bill,” says the announcement issued by the Com- 
mission hereinbefore mentioned. 


TWO-FOR-ONE RULE 


Negotiations between the classification committee of the 
National Industrial Traffic League and the classification com- 
mittee of the carriers have resulted in an agreement on a Ie 
vision of note 3 to section 3 of the Rule 34 so that it will read 
as follows: 


Conditions 
Character 


they may 


When two cars are furnished in lieu of a larger car ordered, 
no different service will be performed in placing the two cars for 
loading or unloading than would be performed in placing the one 
car ordered, except that when trackage disabilities existing at the 
place of loading or unloading make it necessary, the two cars may 
be placed at different but adjacent locations, or at the same location 
at different times. 


The revision proposed by the carriers stands suspended in 
I. and S. No. 3360. The compromise agreed on by negotiation 
will displace the revision proposed by the carriers. The cal- 
rier rule, therefore, will not be considered in the disposition of 
the suspension proceeding. 


Such progress has not been made in negotiations about the 
carrier proposed revision of section 5 of Rule 24. Their rev 
sion says that “carriers may handle the excess through freight 
stations and may load other freight in or on car carry!ng the 
excess ‘but unless otherwise provided carriers’ employes must 
not accept orders from shipper or consignee to place a car for 
the loading or unloading of the excess elsewhere than on one 
and the same track with and contiguous to another car con: 
taining part of the shipment.’ ” 

The part within single quotation marks is new matter ar 
posed by the carriers to which shippers have not gro 
Negotiations, however, are continuing and W. P. Libby, chal 
man of the shippers’ committee, and R. C. Fyfe, chairman a 
the carriers’ committee, believe the matter can be settled by 
negotiation. 
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Any person needing fifteen or thirty 
minutes of relaxation may obtain it by 
looking at the Commission’s decision in 
I. and S. No. 3355, wharfage charges at 
Honolulu, Hawaii. (See Traffic World, 
April 26, p. 1100.) The Commission held 
that it had no jurisdiction over the proposed increased charges. 
The report says the decision was made April 11. The order 
shows that the suspension was vacated and set aside as of 
April 23. Therefore, the Commission held dominion over some- 
thing for twelve days after it said it had no right to say any- 
thing about the matter in the first place. 

However, it might be observed that the order says nothing 
about the Oahu Railway and Land Company removing the tariff 
or schedule carrying the dockage or wharfage charges (the words 
being treated as synonymous) from the files of the Commission. 
if the schedule over which the Commission says it has no juris- 
diction is to remain there, what, it might be asked, is there 
to prevent the Pennsylvania, Beaumont, Sour Lake and West- 
ern, or even the St. Louis and O’Fallon, filing schedules stating 
rates on permanent waves, or the Brimstone filing tariffs stating 
the rates at which it will sell finger rolls and jambolaya? 

The answer, probably, is that no one thought about the 
inconsistency of the Commission saying, on April 11, that it had 
never had jurisdiction and at the same moment putting out 
an order holding the tariff in suspension for twelve days longer. 
No one, probably, thought of the further inconsistency of allow- 
ing rates for dockage to remain in the files after that finding. 
In other cases the Commission has ordered tariffs stricken from 
its files. Perhaps it will issue a like order in respect to the 
wharfage rates, especially if no one is interested enough to ask 
for consideration of the question by the entire Commission. 
instead of only division 3. But a request for such consideration 
would come rather late, in view of the fact that the order of 
suspension had been vacated and set aside. 


Honolulu Wharfage 
Case Affords 
some Amusement 





Congress leadérs have begun talking 
about ending the session of the law-mak- 
ing body early in July. But not one of 
them has gone So far as to say that the 
tariff bill will be disposed of before ad- 
journment is taken. It has been assumed, 
of course, that there would be no adjournment until after the 
tariff bill has become law. 

In theory, the matter is in conference with a view to the 
ironing out of the differences between the two houses, but there 
ls grave doubt as to whether either the House or Senate will 
surrender before July on the things in dispute. This Congress 
has done so many peculiar things that taking an adjournment 
without cleaning up the tariff mess should not shock anyone. 

If there is no uncertainty in business on account of the 
tariff bill, then business has become more callous than was 
ever implied in that mouth-filling combination of words, “soulless 
corporation.” Judging from the publicity newspaper offices 
have been receiving in the last ten days, there is certainly some 
Uncertainty among the large users of sugar—that is, users who 
measure sugar by the carload, not the pound. A half a cent 
4 pound means $300 on a standard carload of 60,000 pounds. 
A manufacturer who uses no more than one carload a day, it 
is believed, thinks twice about a difference of half a cent in 
the duty on sugar. The duty may not always be added to the 
domestic price, but even so, the amount involved, it is suspected, 
is big enough to keep down the buying of sugar to the absolute 
hecessities of hand to mouth buying. 

Sugar, of course, is not the only thing on which there is 
a dispute as to the amount of the tariff. There is no dispute 
i sugar in the ordinary sense of the word. The particular 
fight on that is to have the matter reopened, some of the sugar 
mate desiring higher rates than were written in by the 
— At least one big user of sugar has been exceedingly 
a in the making and distribution of publicity, for the ben- 
Hi : newspaper correspondents, in opposition to reopening. 

‘8 Interest is to keep down the price of the thing he uses in 
sweetening chocolate. 

So long as the conferees cannot produce a report that will 
ie acceptable to both houses, the uncertainty that. must have 

me deleterious effect on business will continue, not only as 


No Indication 
of the End of 
Tariff Uncertainty 
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to sugar but as to many other items covering big money com- 
modities. 

Business that is not directly engaged in one of the many 
fights about tariff rates is probably like the suitor for the hand 
of a prospective widow. The in-the-way-husband was very ill. 
The suitor made frequent calls at the front gate to inquire 
about the state of the husband’s health, only to find that one 
day he seemed about gone and the next day not so ill. The 
uncertainty exasperated him. 

“I certainly wish,” said the irritated one, “he would do 
something definite soon.” ; 





Provisions for the consolidation of rail- 
roads were put into the revised interstate 
commerce act in 1920 so as to establish, 
among other things, a method of caring for 
short lines and “weak sisters” that, perhaps, 
might not come within that classification. 
It is notorious that short lines are not being cared for, except 
on compulsion from the Commission. One of the early object- 
ing interests was that of the rate-break communities. That 
opposition has not always been obvious, but if there were plans 
to unite railroads so as to make Chicago, St. Louis, Kansas 
City, and other rate-break points mere stations on through lines, 
it is suspected, there would be avowed opposition of great vigor. 

Now the Senate committee on interstate commerce has made 
a favorable report on the bill (S. 636) by Senator Hawes, direct- 
ing the Commission to prescribe, in orders it may issue in re- 
sponse to applications for permission to acquire control, made 
under section 5, “such terms and conditions as it may find 
necessary or desirable, as a result of such hearing, to protect 
such employes (mentioned in the bill) against uncompensated 
injury resulting from such acquisition of control or consolida- 
tion.” 

The committee said the bill directed the Commission to 
consider the element of damage to or loss of seniority or em- 
ployment by railroad employes resulting from consolidation of 
carriers. It might be said that the bifl makes of the employes 
a class of citizens to be especially protected, even as it was 
intended to make provision for the weak sister railroads. 

No provision, however, is made for any other classes of 
citizens. Losses that may be suffered by them by reason of 
the merging of railroads are to be borne by them. Removal 
of division points and shops have caused or are suspected of 
the power to cause losses. Therefore, some cities and towns 
have opposed mergers. They could not see that they should 
be made the victims of the rule of the “greatest good for the 
greatest number.” Addition of employes to the weak sister 
roads, it would be natural to suppose, would be followed by 
other proposals to save other classes from loss, thereby making 
the merging of railroads a thing of doubtful value to those who 
might have money to be used for that purpose. 

Class legislation, in connection with railroads, however, 
does not worry Congress. The Hoch-Smith resolution and the 
Adamson so-called eight-hour law are instances in point. The 
Adamson law, according to the understanding in Washington, 
caused some divisions to be lengthened by the moving of divi- 
sion points. Such moving hurt the towns that lost the shops 
and roundhouses as well as the railroad employes who owned 
homes at the abandoned division points. Such uncompensated 
injuries to employes might come under the terms of the Hawes 
bill. 


Loading Down 
Consolidation 
with Conditions 





Perhaps it will save the time of 
attorney to call attention to the fact 
that for the Commission to change its 
so-called complete plan for the con- 
solidation of railroads is no task at all. 
Some discussion as to the evidentiary 
value of the complete plan took place in the arguments on the 
application of the Baltimore and Ohio, Finance No. 8012, to 
acquire control of the Buffalo and Susequehanna. (See Traffic 
World, May 10, p. 1245.) It indicated that the attorneys con- 
cerned in that case had given the subject some thought. Seem- 
ingly, they had not read the Commission’s supplemental report 
in No. 12964, consolidation of railroads, or, if they had read it, it 
did not impress them as a beacon light. 

Commissioner Meyer tried to convey to them the thought 
that the Commission had already disposed of the matter they 
were discussing. He was not specific about the subject, else 
he would have quoted them the report in which the Commission 
took the Gulf, Texas and Western from system No. 17, Santa 
Fe, and assigned it to system No. 19, Rock Island-Frisco. (See 
Traffic World, April 26, p. 1095.) 

In the supplemental report making the transfer, the Com- 
mission did not go to the extent of saying that it had reopened 
the consolidation or had held further hearing thereon. In the 


Easy to Change the 
Complete Plan When 
Deemed Necessary 
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discussion in the Buffalo and Susquehanna case, the suggestion 
was made that, before there could be a switch of a road from 
one system to another, the Commission would have to reopen 
the case, either on its own motion or on the motion of an 
interested party. 

The supplemental report is a mere recital of the initial as- 
signment of the Gulf, Texas and Western to the Santa Fe sys- 
tem; that when the assignment was made there was pending 
an application by the Frisco to acquire that property; that divi- 
sion 4 had decided that the Frisco should have it; and that, 
therefore, in the consolidation case, the switch would be made 
from the Santa Fe to the Rock island Frisco system. All ex- 
tremely simple but effective. 





Coal organizations throughout the coun- 
try are laying plans for keener competition 
between coal, on the one hand, and oil and 
natural gas, on the other. The National 
Coal Association and the coal heating equipment inndustry have 
appointed a cooperating body of ten to consider what may be 
done to bring better heating equipment and properly selected 
coal into closer cooperation. That getting together is to the 
end that those in need of heat will be informed as to what 
can be done to cut down expense and restore coal to greater use. 

Powdered coal fed by automatic or semi-automatic stokers 
is the thing that now seems to be absorbing the most atten- 
tion. One coal company, according to a report made to an 
association of district coal association secretaries, operating 
in a territory where natural gas had made inroads into the coal 
company’s business, got itself a stoker that would do efficient 
work. With that stoker it challenged the natural gas heating 
plant in a narrow, eleven-story business block. In January, 
1929, according to the report, the owner of the building paid 
$490 for the gas he used. The coal company installed a stoker 
on the basis that if it did not save money the owner of the 
building might take it out at the coal company’s expense. In 
January, 1930, the cost of heating that building by burning coal 
was $150.50, so the report said. 

That coal company tested the coal it had to sell and made 
sure that chimneys and other parts of the plant were right for 
a demonstration that the day of coal, for heating, was not yet 
gone. The object of the cooperating committee of ten, before 
mentioned, is to see to it that coal and equipment are suited 
to perform the tasks set for them at a price that will make coal 
attractive to those buying heat.—A. E. H. 


N. ENGLAND RAIL CENTENNIAL 


The centennial of steam railroads in New England—dating 
from the charter granted the Boston and Lowell Railroad Cor- 
poration, June 5, 1830—will be celebrated at Lowell, Mass., with 
formal exercises, parade, and community demonstrations, June 
5, under the auspices of the City of Lowell and the Boston and 
Maine Railroad. Mayor Thomas H. Braden has issued a formal 
proclamation for observance of Railroad Centennial Day with 
connotation of the industrial expansion which New England 
has enjoyed in the last century, fostered by the railroads. Ob- 
servance of the tercentenary of the Massachusetts Bay Colony 
will be included with other events of the day. 

Governor Frank G. Allen will make the principal address. 
Congresswoman Edith Nourse Rogers will preside and Chair- 
man Thomas Nelson Perkins and President Edward S. French, 
of the Boston and Maine, will accompany a party of honor guests 
from Boston by special train over the route of the original rail- 
road from Boston to Lowell. 

As permanent record of the event, and as principal feature 
of the exercises, the Boston and Maine will present to the city 
a bronze bas-relief tablet recording the genesis of steam rail- 
roads in New England, executed by the sculptor, Karl Gruppe. 
Beside the tablet in Lucy Larcom Park,. opposite the site of 
Lowell’s first railroad depot, the Boston and Maine is repro- 
ducing a 15-foot section of the original roadbed and track of 
the Boston and Lowell Railroad. This roadbed will comprise 
granite ties and bearing blocks that were used in constructing 
the Boston and Lowell, together with the distinctive fish bellied 
rails of a century ago. The directors of this pioneer railroad, 
instead of using wood, voted to build their railroad with stone, 
as being “more permanent and safe.” 

First of the steam railroads in New England to be incor- 
porated—and as such first of the 111 separate railroads con- 
stituting the present Boston and Maine system—the Boston and 
Lowell was opened for service on June 24, 1835, prior to which 
trains were operated by the Boston and Worcester and the 
Boston and Providence railroads, which were incorporated a 
year later than the Boston and Lowell. The first railroad in 
the United States, the Quincy Railroad, an inclined tramway 
of three miles, was built in 1826, to transport granite for the 
building of Bunker Hill from the quarries to the waterfront, 
but without incorporating the principle of steam locomotive 
operation. 
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It was the successful locomotive trials at Rainhill, 
in 1829, however, by which Stephenson established for the 
time the practical use of steam locomotion in the movement of 
passengers and goods by rail, that decided the mill interests 
of this then young city to petition the Massachusetts legislaty 
for a railroad charter. This charter, when granted, authorized 
the new corporation “to locate, construct, and finally complete 
a railroad from Boston to Lowell, in the County of Middleg 
in such manner and form as they shall deem to be most = 
pedient.” 

It was from the same Stephensons in England who had built 
the successful “Rocket” that the Boston and Lowell bought its 
first locomotive. Named the “Stephenson,” this diminutive 
engine, by present day contrasts, looking like a teakettle on 
wheels, made its first run on June 24, 1835, from Lowell to 
Boston, after having been taken in parts from Boston to Lowell 
by the Middlesex Canal, which it was later to supplant. jt 
was because the Middlesex Canal was frozen over for five months 
of the year that the mill owners of Lowell decided they had 
to have a railroad to find a market for their goods in this 
country and abroad, through the port of Boston, road transport 
being too slow. 

The Railroad Centennial Day exercises in Lowell, taking 
note of the origin in that city of the steam railroad system of 
New England, will be marked by a great luncheon in the Me. 
morial Auditorium at noon, with approximately 700 persons 
seated at tables, and with 3,300 additional persons joining them 
subsequently for the formal exercises to follow. 

These exercises will include the toastmaster’s remarks by 
Mrs. Rogers, the greetings of the city to be extended by Mayor 
Thomas H. Braden, Chairman Perkins’ message from the Boston 
and Maine Railroad, with formal tender of the commemorative 
tablet and reconstructed roadbed, and the principal address by 
Governor Allen. Invitations have been extended to several other 
speakers representative of elements of importance in the com- 
bined transportation and industrial life of Lowell and New 
England. 

At the conclusion of the exercises, a civic parade and conm- 
munity demonstration will start from the Auditorium. The 
high school regiment and girls’ battalions, with their bands, the 
Boston and Maine Railroad band, and cadets from the parochial 
schools. This parade will form an escort of honor for the cities’ 
guests, and will be reviewed by Governor Allen and the other 
guests at City Hall. After this, the official party and the public 
generally will go to Lucy Larcom Park, just across the way, 
for the simple exercises in which the Boston and Maine will 
formally unveil and dedicate to the City of Lowell the com- 
memorative tablet and roadbed, which will form there a per- 
manent record of the pioneer Boston and Lowell Railroad Cor- 
poration, whose charter represented the beginnings of steam 
railroads in New England. 

In the party of official guests which will come to Lowell 
with Chairman Perkins and Mr. French will be a number of 
men of outstanding importance in the business and official life 
of Massachusetts and New England. 

Coming to Lowell from the New North Station, they will 
traverse a modern railroad, with mechanized classification yards 
and other facilities built up to meet the highest demands of 
modern transportation. At the Lowell station they will find 
one of the Boston and Maine’s “4000-class” locomotives, 100 
feet long, weighing 337 tons, on exhibition to indicate, with the 
other improvements, the extent to which steam railroading has 
advanced in the century since the little 17-ton locomotive came 
by canal boat after trans-shipment from England, to make the 
first run with cars on the Boston and Lowell. 


MEXICAN RAILROAD SERVICE 


Editor The Traffic World: 

You are to be complimented on the excellency of Mr. 
Shannon’s article, “Transportation in Mexico,” which appear 
in your issue of May 10. z 

For the sake of thoroughness, however, you, no doubt, 
would like to supplement the article by calling the attention 
of your readers to the fact that the National Railways of 
Mexico take pride in the manner in which their Veracruz 
branch (known as the Interoceanic Railway) is operated. A 23- 
hour freight schedule is regularly maintained from Veracruz 
to Mexico City, with proportionate schedules to intermediate 
points. Arrangements have been made whereby steamship lines 
plying between New Orleans-New York and Veracruz = 
through bills of lading in connection with the National Rall 
ways of Mexico to inland points in Mexico. American rail car- 
riers, too, issue through bills of lading from interior points n 
the states to interior points in Mexico in connection with = 
steamship companies serving Veracruz and the National Rail- 
ways of Mexico. F. C. Lona, 

Commercial Agent, National Railways of Mexico. 

Chicago, May 13, 1930. 
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Decisions of Interstate Commerce Commission 
eee mn ath Te ar aT 


EXCELSIOR ADJUSTMENT 


North Carolina rates on excelsior have been condemned, 
in No. 21623, Hallsboro Manufacturing Co. vs. A. C. L. et al., 
4g unduly prejudicial to the complaining Virginia shipper and 
wnduly preferential of a shipper in North Carolina, the former 
shipping on interstate, and the latter shipping on intrastate 
rates. The Commission, by division 3, however, did not order 
the removal of the undue prejudice. It said that the entry of 
an order would be held in abeyance to afford the North Carolina 
commission an opportunity to adjust the intrastate rates in 
jecordance With its finding without an order. It further said 
that if such a readjustment were not made within 90 days com- 
plainants might bring the matter to its attention and that it 
yould consider the entry of an appropriate order. 

The complaint, brought by two individuals trading as a man- 
ufacturing company, alleged that the rates from Hallsboro to 
points in North Carolina and in South Carolina were unreason- 
able, unduly prejudicial to them and unduly preferential of 
localities and shippers of excelsior, sawdust, shavings, cotton 
linters and cottonseed hull fiber or shavings between points 
within the Carolinas, and that the intrastate rates within those 
states resulted in undue preference of their competitors and 
their intrastate traffic and in unjust discrimination against 
interstate commerce, in violation of sections 1, 3 and 13 of the 
interstate commerce act. 

The Commission found that the interstate rates were not 
unreasonable or unduly prejudicial; that the intrastate rates, 
except those on excelsior in North Carolina, were not unlawful; 
that there was no unjust discrimination against interstate com- 
merce, but only undue prejudice against the complainants and 
undue preference of a shipper at Efiand, N. C., who shipped to 
points in North Carolina to which the Virginia complainants also 
shipped. It found that there was no competition between them 
and shippers in South Carolina. 

Interstate rates on excelsior, from Virginia into the two 
Carolinas, the report said, were on the basis of 27.5 per cent 
of the first class rates approved in Hay, Straw and Excelsior, 
1461. C. C. 664. The complainants, it said, asked for rates on 
the basis of 18.5 per cent of the first class rates. 


LUCKENBACH-I. C. CASE 


In disposing of No. 22276, Luckenbach Gulf Steamship Co., 
Inc. vs. Illinois Central (see Traffic World, May 10), the Com- 
mission, by division 3, based its determination in favor of the 
complainant wholly on undue prejudice against the complainant 
and undue preference of the Redwood Line, Inc., the latter an 
intervener in the proceeding against the Illinois Central. The 
order requires the removal of the undue prejudice found not 
later than July 28, by the establishment of joint rail-water rates 
In connection with the complainant not higher than those in 
connection with the Redwood Line on the same divisional and 
terminal provisions. The limiting of the finding to the issue of 
undue prejudice was made as follows: 


There was no evidence of record with respect to the reasonable- 
hess of the present joint rail-water rates and upon this record we 
ped not convinced that the maintenance of joint rail-water rates is 
esirable in the public interest. Our findings herein are confined to 
the issue of undue prejudice only. 


_ The Commission, disposing of the contention that no ad- 
ditional water-line connection was needed, said that it had re- 
Deatedly declined to sustain such a plea when made by rail- 
toads. It cited Nelson S. S. Co. vs. B. A. & P., 109 I. C C. 529, 
M support of that declaration 

The Luckenbach line alleges that the failure and refusal 
of the Illinois Central to accord to it joint rail-water rates on 
canned goods, iron and steel articles, tin plate and soap, from 
points in Illinois, Indiana, Missouri and Kentucky to Los 
Angeles, San Francisco and Oakland, Calif., were unreasonable 
and unduly prejudicial to it and unduly preferential of Red- 
Wood Line, Inc. The Redwood Line and Illinois Central estab- 
lished joint rail and water rates on the commodities mentioned, 
h- New Orleans, La.; on May 31, 1928. The rates so estab- 
= lower than the combinations available to the Lucken- 

ne, 
. Prior to that day, the report said, Luckenbach Steamship 
°., Inc., was invited to join in the establishment of the rates. 
‘ t company declined but later organized the complainant as 
subsidiary. The latter immediately requested the defendant 





to show it as a party to the joint rates. That request was de- 
clined. 

It was urged that the Commission was without jurisdiction 
to establish the desired rates because the complainant was not 
a carrier subject to the interstate commerce act. The Commis- 
sion said that investigation disclosed that the Luckenbach sub- 
sidiary participated in joint rail-water rates with other carriers 
in tariffs on file with it, and that therefore the complainant was 
subject to the Commission’s jurisdiction. 

The Redwood Line showed that in an action before the 
federal district court, at New Orleans, an injunction was being 
sought against the parent Luckenbach line and other water lines 
to restrain them from continuing alleged unlawful practices. On 
account of that litigation a motion was made asking the Com- 
mission to defer its decision until after the conclusion of the 
court proceeding. The Commission said the complainant was 
not a party to the action before the court and that it did not 
appear that complainant’s actions were affected in any manner 
by reason of the pendency of the proceedings. Therefore the 
motion was denied. 

The Illinois Central, the report said, contended that there 
was no necessity for additional route under the joint rates and 
that the extension of these rates would cause irreparable injury 
to the Redwood Line. The Commission said that the Great 
Southern Lumber Co., operating a box factory at Bogalusa, La., 
the New Orleans Great Northern Railroad which served Bogalusa 
on traffic from New Orleans, and the Southern Redwood Cor- 
poration, which owned or controlled the Redwood Line and 
operated lumber properties in California, were all owned and 
controlled by the same financial interests. The Illinois Central 
and the Redwood Line contended that the latter could not 
operate its lines except at a heavy loss unless it received all the 
tonnage available under the joint rates. It was further asserted 
that if the Redwood Line ceased operations the lumber mill at 
Bogalusa probably would be abandoned, the New Orleans Great 
Northern would suffer serious curtailment of its revenues, and 
the Illinois Central would lose a substantial tonnage of lumber 
products now moving northbound from Bogalusa over its line. 

These results, the Commission said, were too speculative to 
be given serious consideration. 


GLUE STOCK RATES 


The Commission, by division 5, has dismissed No. 21257, 
Eastern Tanners Glue Co. vs. Big Four et al. and a sub-number, 
Same vs. Erie et al., finding rates on tannery fleshings, from 
Philadelphia, Pa., and South Wood River, Ill., to Gowanda, N. 
Y., not unreasonable. The rates assailed, by exceptions to the 
classification, are sixth class, the classification rating being 
fifth. Commissioner Woodlock, who wrote the report, said the 
complainant sought the same rates as were prescribed in Ohio 
Farm Bureau Federation vs. A. & W., 120 I. C. C. 361, and 146 I. 
C. C. 419, pertaining to fertilizers and fertilizer materials. 

Complainant, the report said, used about 500,000 pounds a 
day of the commodity mentioned, consisting of the flesh trimmed 
from hides, sinews, ears, tails, pieces of scrap leather and other 
by-products of tanning. In the course of his report Commis- 
sioner Woodlock discussed a number of cases pertinent to the 
rates to be applied on glue stock, including two brought by 
glue companies. 

In disposing of the matter Mr. Woodlock said that in the 
Ohio Farm Bureau case the Commission emphasized the im- 
portance of fertilizer to agriculture as the reason which prompted 
what he called a lenient treatment of that commodity in dis- 
tributing the burden of freight transportation. A similar situa- 
tion, he said, was not presented here with respect to the com- 
modity involved “as glue stock is not a product of agriculture,” 


SWITCHING INCREASE UNJUSTIFIED 


The Commission, by division 3, in I. and S. No. 3382, switch- 
ing charges at Louisville, Neb., between the Rock Island and 
industries on the Missouri Pacific, has found not justified the 
proposal of the Missouri Pacific to increase the charge for 
the service indicated, from $6.30 to $10 a car. Soon after the 
Missouri Pacific filed its tariff the Rock Island countered the 
move by filing a tariff limiting its absorption of switching 
charges to $6.30 a car. The effect of the two tariffs would have 
been to place an increase on shippers with plants on Missouri 
Pacific industrial tracks when they sent or received freight on 
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which the Rock Island received or would receive the road haul. 
At present the Rock Island absorbs the whole of the $6.30 charge. 

Admitting a desire to receive a road haul on all the traffic 
possible, the Missouri Pacific, in the trial of the case, said 
that a desire to hold traffic to its rails was not the only reason 
for proposing the increase from $6.30 to $10 a car on traffic 
switched by it from or to its own tracks to those of the Rock 
Island so that the latter might receive the road haul. It said 
that it was impelled to propose the increase by a desire to 
have the charge placed on a reasonable basis because the hauls 
ranged from two to three miles and the time consumed in 
switching did no more than pay the engine cost, if that much, 
engine cost being figured at $13.81 an hour. The Missouri Pa- 
cific showed instances where the charges were more than $6.30 
a car. The protesting shippers showed where they were lower. 
The Commission said that evidence warranted the conclusion 
that a charge of $10 a car would be unreasonable. 


COMMISSION REPORTS 


Bakery Goods 


No. 21063, Ry-Krisp Co. et al. vs. A. & S. et al. By division 
4. Complaint dismissed. Ratings and rates, bakery goods, appli- 
cable on ry-krisp, carloads and less-than-carloads, Minneapolis, 
Minn., to destinations in the three classification territories. 
Applicable ratings and rates not unreasonable or otherwise un- 
lawful. 
Oil and Asphalt 


No. 21710, Bartley Co-Op. Oil Co. et al. vs. C. & N. W. et al., 
No. 21629, Allied Contractors, Inc., vs. Burlington et al. and No. 
22870, John W. Trenchard et al. vs. C. & N. W. et al. By division 
4. Complaints other than No. 21629 dismissed. Rates, refined 
petroleum oils, points in the Casper, Wyo., group to points in 
northeastern Colorado and southwestern Nebraska, not unreason- 
able or otherwise unlawful. In No. 21629, rate, asphalt, Casper, 
Wyo., to McCook, Neb., unreasonable to the extent it exceeded or 
may exceed 36 cents. Reparation awarded. New rates to be 
established not later than August 4. 


Shelled Peanuts 
No. 21860, Loose-Wiles Biscuit Co. vs. Missouri Pacific et al. 
and parts of fourth section application No. 4218 and others. By 
division 3. Complaint dismissed. Rates, shelled peanuts, Nor- 
folk, Suffolk, Petersburg, Zuni, and Pinners Point, Va., to Kansas 
City, Mo., not unreasonable or otherwise unlawful. Fourth sec- 
tion relief denied in order No. 10388 as of September 9. 


Gas Oil 
No. 21915, Interstate Power Co. vs. Santa Fe et al. By divi- 
sion 3. Complaint dismissed. Rate, gas oil, Blackwell, Okla., 
to Clinton, Iowa, not unreasonable. 


Compressed Castings and Forgings 


No. 21981, Webb Press Co., Inc., vs. A. G. S. et al. By divi- 
sion 3. Rates, castings and forgings, parts of compresses, East 
Birmingham, Ala., to Beaumont, Corpus Christi, Corsicana, 
Crockett, Littlefield, Ralls, Robstown, and Stamford, Texas, 
unreasonable to the extent they exceeded the present class A 
rates. Reparation awarded. 


Brick and Tile 


No. 22178, A. C. Ochs Brick & Tile Co. vs. St. Paul et al. 
By division 3. Rates, brick and hollow building tile, Springfield, 
Minn., to destinations in South Dakota, unreasonable on and after 
November 4, 1926, to the extent they exceeded the scale of rates 
and differentials wherever applicable prescribed in Mason City 
Brick and Tile Co. vs. Director-General, 107 I. C. C. 702, applied 
over the routes of movement. Reparation awarded. 


Taximeter Parts 


No. 22130, O. A. Smith Agency, Inc., vs. Santa Fe et al., 
and No. 21736, Same vs. Same. By division 3. Complaints dis- 
missed. Ratings, new and worn-out or defective taximeter parts, 
less than carloads, in the three classifications, not unreasonable. 


Paper Dishes 


I. and S. No. 3405, dishes, plates and trays, paper, pulpboard 
and woodpulp, carloads, from, to and between points in southern 
territory. By the Commission. Report by Chairman McManamy. 
Proposed cancellation of commodity rates, paper, pulpboard and 
woodpulp dishes, plates and trays, from, to and between points in 
the southern territory justified, making fifth class rates appli- 
cable. Order of suspension vacated and proceeding discontinued. 


Old and New Bottles 


No. 21964, S. Baskowitz & Sons vs. Big Four et al. By divi- 
sion 3. Rate, new glass bottles of one gallon or less capacity, 
Muncie, Ind., to Atlanta, Ga., unreasonable to the extent it ex- 
ceeded or may exceed 65 cents. Rate of 90 cents on old glass 
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bottles, St. Louis to Atlanta, inapplicable; applicable rate 
cents; and that rate unreasonable to the extent it exce 
cents. Reparation of $388.23 awarded. New glass bot 
Muncie to Atlanta, to be established not later than 
Present rate of 53 cents on old bottles from St. Lou 
reasonable. 


81 
eded 67 
tle rate, 
August 4 
1S Not un. 


Waxed Wrapping Paper 


No. 21887, Menasha Products Co. vs. C. & N. W. et aj By 
division 4. Rate, L. C. L., waxed wrapping paper, not printej 
Louisville, Ky., to Milwaukee, Wis., shipment going to Menasha 
Wis., inapplicable. Rate applicable, third class, 63 cents not 
unreasonable. Charges on shipment, Neenah-Menasha, Wis to 
Louisville, inapplicable to the extent they exceeded $13.20. Rates 
south of Milwaukee on shipments, Neenah-Menasha to Louis. 
ville, and Indianapolis, Ind., unreasonable to the extent they 
exceeded third class. Reparation of $26.73 awarded. : 


Building Terra Cotta 
No. 21701, Atlanta Terra Cotta Co. vs. A. & W. P. et al 
By division 3. Rate, 68 cents, building terra cotta, East Point, 
Ga., to Covington, Va., inapplicable in certain instances, Ap 
plicable rate, 52 cents, unreasonable to the extent it exceeded 
or May exceed 37 cents. That rate to be made effective not 
later than August 4. Reparation of $745.66 awarded. 


Canned Salmon 
No. 22440, J. Hurt Whitehead vs. Southern et al. By divi- 
sion 3. Complaint dismissed. Less-than-carload shipment 
canned salmon, Norfolk, Va., to Chatham, Va., found to have 
moved in interstate commerce via the Panama Canal from 
Seattle, Wash. Rate charged not unreasonable. 


Cotton Seed-Hull Fiber 

No. 22334, Cotton Trading Co. vs. B. & O. et al. By division 
3. Rate applied on cotton seed-hull fiber as if shipment were 
cotton linters, Crenshaw, Miss., to Indianapolis, Ind. inap- 
plicable. Reparation of $77.76 awarded. 

Scrap Iron Reconsignment 

No. 22299, Jack R. Forcheimer vs. Illinois Central et al., and 
a sub-number, Same vs. Burlington et al. By division 4. Re. 
consignment charges, scrap iron moving on full combinations of 
locals, St. Louis, Mo., to Keokuk, Ia., reconsigned at Granite 
City, Ill., applicable but unreasonable to the amount of the 
reconsignment charges on three carloads. Reparation of $18.90 
awarded. 

Scrap Brass and Scrap Copper 

No. 22296, Cline & Bernheim vs. Tennessee Central et al, 
and a sub-number, Same vs. Same. By division 4. Rate, scrap 
brass and scrap copper, mixed carloads, Nashville, Tenn., to 
Carteret, N. J., unreasonable to the extent it exceeded or may 
exceed 55.5 cents, subject to the minimum provisions now ap- 
plicable in connection with that rate on the two sorts of scrap 
in straight carloads. Reparation of $369.36 awarded. New rate 
to be established not later than August 4. 


Cereal Beverages 


No. 22291, Charles Sherman Co. et al. vs. Burlington et al. 
By division 4. Complaint dismissed. Rate, cereal beverages, 
straight carloads or in mixed carloads with ginger ale, St. Jo 
seph, Mo., to Omaha, Neb., and Council Bluffs, Ia., not unrea- 
sonable. 
Wheat 


No. 22219, Seele Brothers Grain Co. vs. Alton et al. ‘By 
division 3. Complaint dismissed. Rates, wheat, Rolling Prairie 
and other points in Indiana to Memphis, Tenn., applicable, there 
having been failure by complainant to surrender unexpired freight 
bills covering movement from points of origin to Chicago, Ill, 
as required by transit tariff provisions. 


Can Opener Rating 


No. 20695, Star Can Opener Co. vs. C. M. & St. P. et al 

By division 4. Complaint dismissed. Third class any-quantity 

rating, official classification and resulting rate, can openers, 

Torrington, Conn., to Chicago, Ill., not unreasonable. There 8 

now a fourth class carload rating. Dismissal amounts to 4 

refusal to give it retroactive application. Reparation was sought. 
Cement Silo Staves 


No. 20709, Michigan Silo Co. et al. vs. B. & A. et al. By 
division 3. Rates, cement silo staves, slabs or blocks, Peoria, 
Ill., and Bloomfield, Ind., to points in eastern trunk line and 
New England territories unreasonable to the extent they & 
ceeded the rates contemporaneously applicable on brick. Re? 
aration awarded. 

Packing-House Products 

No. 21657, Armour & Co. et al. vs. St. Louis-San Francisco, 
and a sub-number, Swift & Co. vs. Same. By division 4. a 
plaints dismissed. Rates, packing-house products, including 
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in peddler cars, East St. Louis, Ill., to destinations in 


d Arkansas and St. Louis, Mo., to destinations in 
t unreasonable. 


Egg Cases, K. D. 


No. 21697, Decatur Box & Filler Co. vs. Pennsyl?ania et al. 
ay division 4. Complaint dismissed. Rate, egg cases, K. D., 
carloads, Decatur and Portland, Ind., to Hastings and Vicks- 


burg, Mich., applicable. 


sausage, 
yissouri an 
Arkansas NO 


Scrap Iron 


No. 22238, Speyer & Co. vs. C. N. O. & T. P. et al. By divi- 
sion 4. Rate, scrap iron, valuable for remelting purposes only, 
Wallace, Ky., to Cincinnati, O., unreasonable to the extent it 
exceeded 10.5 cents a hundred pounds. Reparation of $69.70 


awarded. 


OPERATION OF W. & W. 


With Commissioner Eastman noting a dissent, the Com- 
mission, by division 4, in Finance No. 7995, has authorized the 
winchester & Wardensville Railroad Company to acquire and 
operate the line of railroad formerly owned by the Winchester 
& Western Railroad Company, extending from Winchester, Va., 
io Wardensville, W. Va., approximately 38 miles. Authority was 
ranted to the new company to issue not to exceed $134,000 of 
common capital stock, consisting of 2,680 shares of the par 
value of $50 each, $330,000 of first mortgage 5 per cent gold 
ponds, and $332,000 of income-mortgage bonds in connection with 
the acquisition. 





VIRGINIAN BRIDGE 


Grant of authority by the Commission, division 4, in Finance 
No. 7562, Virginian Railway extension, to the applicant to con- 
struct a bridge across the Kanawha River at Deepwater, Va., 
toa connection with the Kanawha & Michigan part of the New 
York Central system gives the Virginian access to the rails of 
that system without dependence upon the Chesapeake & Ohio. 
(See Traffic World, May 10.) The bridge will cost about 
$1,000,000. The certificate provides for a beginning of construc- 
tion not later than July 1, 1930, and completion not later than 
June 30, 1931. 

The object sought to be attained by the connection, the 
report said, was to free the New York Central and the ap- 
plicant from all dependence upon the C. & O. in moving freight 
between the middle west and lake territory tributary to the 
New York Central and southeastern territory served by the 
Virginian and its eastern connections. 

According to the report, quoting C. & O. counsel, the theory 
of the C. & O. opposition to the construction was that the trans- 
portation of coal westward from the West Virginia district and 
the transportation of merchandise both east and west over the 
route to be formed would be more costly than over existing 
routes. Counsel for the applicant, however, estimated that even 
uder the most unfavorable conditions, the Virginian would 
make a 10 per cent return on its investment. 


INDUSTRIAL SAND CASES, 1930 


The Commission has created a proceeding, designated as 
Industrial Sand Cases, 1930, by consolidating some forty formal 
docket cases for hearing and disposition, involving rates on 
sand used for industrial purposes, such as glass making and 
molding purposes, with a view to giving them uniform treatment 
at one time. They have been assigned for initial handling by 
Examiner Burton Fuller. In a notice issued in connection with 
the formulation of the new proceeding the Commission said that 
an informal meeting of the interested parties would be held 
at Washington before Examiner Fuller on June 10. To make 
od for that informal meeting the hearing heretofore set for 
“y: 20, in No. 22907, Illinois Silica Sand Traffic Bureau vs. A. 
“. & Y. et al.; No. 23111, Pennsylvania Glass Sand Corporation 
pn Same, and a sub-number thereunder, Same vs. Same; No. 
23245, Industrial Silica Corporation vs. Aliquippa & Southern 
t al.; No, 23266, Ayers Mineral Co. et al. vs. A. C. & Y. et al.; 
“e: No. 23340, F. E. Reed Glass Co. vs. Pennsylvania et al., has 
een conceled. 
ae cases consolidated with those mentioned in the pre- 
dete : paragraph, upon the record and upon the petition of the 
pa ants in No. 17817, sub-No. 1, Illinois Silica Sand Traffic 
z Mae Santa et al.; No. 17822, River Raisin Paper Co. 
wie ington et al,; No. 16250, Indiana State Chamber of Com- 
ce vs. B. & O. et al.; No. 16296, Terre Haute Chamber of 
er — vs. Same; No. 17272, Procter & Gamble Co. vs. Same, 
et al “ -humbers thereunder, Philip Carey Manufacturing Co. 
Weish 8. Same, Charles Boldt Glass Co. vs. B; & O. and Nivision- 
ee off Co. et al. vs. Same, have been reopened for further 
, ing and consolidated with the ones which were to have been 
‘eard on May 20. 
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The Commission’s notice with respect to the meeting to be 
held June 10 says that the principal object of the meeting is 
to perfect plans for the preparation and presentation of evidence 
with a view to avoiding unnecessary duplication and of expedit- 
ing the proceedings. The matters to be discussed are: 


1. Whether the issues may be more clearly defined in accord- 
ance with Rule IV (f) of the rules of practice. 
we with respect to a uniform description of the com- 
_ bd. Contentions with respect to a uniform basis or bases of rates 
in the territory embraced in the proceedings. 

2. Whether any of the facts may be agreed to in accordance 
with Rule IX of the rules of practice. 

_ 38. Whether, and to what extent, the records in the cases _pre- 
viously heard should be stipulated into the record in the consolidated 
proceedings. 

4. Order of presentation of the evidence. 
5. What can be done to avoid unnecessary duplication of evidence. 

_ 6. Should exhibits to be offered at each day’s session be distributed 
prior to the beginning of the session? 

7. Any other suggestions as to how the above object may be 


promoted. 


The cases, other than those hereinbefore mentioned, that 
are to be parts of the consolidated proceeding are: No. 23019, 
Terre Haute Chamber of Commerce et al. vs. B. & O. et al.; 
No, 23097, Glenshaw Glass Co., Inc., et al. vs. B. & O. et al.; 
No. 17060, Frohman Chemical Co. vs. B. & O. et al.; No. 15833, 
Keokuk Shippers’ Association vs. B. & O. et al.; No. 18718, 
American Window Glass Co. vs. B. & O. et al.; No. 19978, Standard 
Plae Glass Co. vs. B. & O. et al.; No. 18725, Ceramic Traffic 
Association vs. Pennsylvania et al.; No. 18725, Sub-No. 1, Ceramic 
Traffic Association vs. Pennsylvania et al.; No. 19743, Swayne, 
Robinson & Company vs. B. & O. et al.; No. 20230, Portland 
Company vs. New Haven et al.; No. 21618, Gleason Works vs. 
New Haven et al.; No. 20554, Swayne, Robinson & Co. vs. 
Pennsylvania et al.; No. 20733, Abendroth Brothers et al. vs. 
Boston & Albany et al.; No. 20803, Wheeling Mold and Foundry 
Co. vs. W. & L. E.; No, 20828, Lebanon Steel Foundry vs. Penn- 
sylvania et al.; No. 21133, Chapman Valve Manufacturing Co. 
vs. B. & A. et al.; No. 21133, Sub-No. 1, Worthington Pump and 
Machinery Corporation vs, Pennsylvania et al.; No. 21849, Turner 
& Seymour Manufacturing Co. vs. New Haven et al.; No. 22053, 
Cadillac Malleable Iron Co. vs. Ann Arbor et al.; No. 21091, 
Sawbrook Steel Castings Co. vs. C. B. & Q. et al.; No, 21383, 
Manufacturers Foundry Co. et al. vs. Pennsylvania et al.; No. 
21136, Manufacturers Foundry Co. vs. New Haven; No. 21396, 
Waterbury Ferrel Foundry & Machine Co. vs. B. & M. 
et al.; No. 21486, Richmond Radiator Co. vs. N. Y. C. et al.; 
No. 21553, Grabler Manufacturing Co. vs. Erie et al.; No. 22098, 
National Radiator Corporation vs, B. & O. et al.; No. 22476, 
H. B. Smith Co. vs. New Haven et al.; No. 22289, Sharpless 
Separator Co. vs. Pennsylvania et al.; No. 22338, Procter & 
Gamble Co. vs. B. & O, et al. 


COMMISSION ORDERS 


No. 22028, American Mineral Spirits Co. et al. vs. C. I. & 
L. et al. Complainants’ petition for rehearing denied. 

No. 19988, Meridian Traffic Bureau vs. G. M. & N. et al. 
Proceeding reopened for further consideration with No. 17000, 
part 13, salt. 

No. 5985, Drake Marble & Tile Co. vs. Great Northern. Com- 
plainant’s petition for issuance of an additional order denied. 

No. 22354, Tri-State Traffic Co. vs. L. & N. et al. Com- 
plainant’s petition for rehearing denied. 

No. 21346, W. J. Foye Lumber Co. et al. vs. A. & N. W. 
et al. Complainants’ petition for rehearing, reargument and 
reconsideration denied. 

No. 23179, Ohio Valley Refining Co. vs. S. A. L. et al. 
Motion of defendants to dismiss complaint in above case on 
ground that the complaint is barred by rule III (s) of rule of 
practice overruled. 

I. & S. 3350, absorption of loading charge on petroleum 
and its products at Tulsa, Okla. Petition of respondents for 
reargument denied. 

No. 20865, Celotex Co. vs. A. C. L. R. R. et al. Complain- 
ant’s petition for oral argument and reconsideration denied. 

No. 21439, Woodford Spears & Sons et al. vs. C. B. & Q. 
et al. Complainants’ petition for rehearing denied. 

No. 22585, Kaw Valley Potato Growers’ & Shippers’ Traffic 
Association vs. A. T. & S. F. et al. Petition of intervener, 
Northern Potato Traffic Association, for further hearing denied. 

No. 19970, Owosso Manufacturing Co. et al. vs. A. & G. et al. 
Complainants’ second petition for rehearing denied. 

No. 14985, American Paper Products Co. vs. A. T. & S. F. 
et al. Defendants’ petition for modification of order denied. 

No. 21123, Capital City Monument Works et al. vs. B. & O. 
et al. Complainants’ petition for reconsideration and/or rear- 
gument denied. 

No. 20418, Spikes Bros. et al. vs. A. T. & S. F. et al. Com- 
plainants’ motion for modification of order reopening above case 
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for rehearing so as to restrict rehearing to such shipments as 
may have been given transit privileges overruled. 

No. 21120, John L. Humbard Construction Co. vs. Southern 
et al. Complainant’s petition for rehearing or modification of 
order and defendants’ petition for reconsideration and oral 
argument denied. 

No. 21889, Southeastern Plate Glass Co. vs. St. L.-S. F. et al. 
Defendants’ petition for modification of order and reconsidera- 
tion as to reparation on record as made denied. 

No. 19514, Simms Oil Co. vs. T. & P. et al. Defendants’ 
petition for reopening and reconsideration on record as made 
and for vacation of order denied. 

No. 18494 (and Sub. 1), Shreveport Chamber of Commerce 
vs. C. R. I. & P. et al. Complainant’s second petition for re- 
consideration denied. 

No. 21301 (and Sub. Nos. 1 to 10, incl.), Armstrong Cork 
Co. vs. U. P. et al. Complainant’s petition for reconsideration 
and revision of decision denied. 

No. 17000, part 6, rate structure investigation, iron and steel 
articles. The order entered herein on June 3, 1929, as sub- 
sequently modified by orders of September 12, and November 4, 
1929, and February 10, and May 5, 1930, has been further modi- 
fied so as to permit respondents, Grand Trunk System Railway 
lines, to establish rates in compliance therewith on iron and steel 
articles from Portland, Me., to destinations in New England 
on or before May 20, 1930, upon not less than 7 days’ notice 
to the Commission and general public. 

No. 23093, sub. No. 2, E. B. Larmore et al. vs. A. T. & S. F. 
et al., No. 23278, R. B. Tyler Co. Inc., vs. L. S. et al., and No. 
23349, Sinclair Refining Co. vs. A. & W. et al. Shell Petroleum 
Corporation permitted to intervene. 

No. 22818, Illinois Coal Traffic Bureau vs. A. & E. et al. 
Illinois District Traffic League permitted to intervene. 

No. 23256, Royal Route Coal Co. et al. vs. A. G. S. et al. 
Railroad and Public Utilities Commission of State of Tennessee 
permitted to intervene. 


No. 23363, Meridian Traffic Bureau for Hamm Lumber Co. 
vs. S. & C. et al. Alabama Public Service Commission per- 
mitted to intervene. 

Valuation No. 311, New Haven et al. Petition for reargu- 
ment, reconsideration and rehearing filed by above entitled car- 
riers denied. 

I. and S. No. 3130, Southwestern Rates. Motion of protest- 
ants to require respondents to furnish certain information in 
this proceeding and for reopening to receive additional evidence 
overruled. 


No. 20917, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Association vs. C. & N. W. et al. Green Bay Traffic Association, 
Fort Howard Paper Co., Hoberg Paper & Fibre Co., and Northern 
Paper Mills permitted to intervene. 


No. 6469, application of New Haven for permission to con- 
tinue certain service by water after July 1, 1914. Textile Con- 
verters’ Association permitted to intervene. 


No. 23040, New Jersey Traffic Advisory Committee vs. 
N. Y. C. R. R. et al. New York Dock Co. permitted to intervene. 

No. 22824, State of New Jersey vs. N. Y. C. et al. Mayor 
and City Council of Baltimore and New York Dock Co. permitted 
to intervene. 

No. 23292, Columbus Brick Co. vs. Alabama Central et al. 
Alabama Mining Institute permitted to intervene. 


No. 15382 (and Sub. 1), Tidal Refining Co. et al. vs. A. T. 
& S. F. et al, and cases grouped therewith. Order of April 
14, 1930, denying petition of southeastern and Carolina lines 
for reopeninng, rehearing and reconsideration vacated and set 
aside, and effective date of order entered in these proceedings 
on December 3, 1929, as subsequently modified, is postponed 
until further order of the Commission. 


No. 22204, Baker, Holmes Co. vs. S. A. L. et al. This pro- 
ceeding is reopened for further hearing under shortened pro- 
cedure for sole purpose of permitting complainant and defend- 
ants to file memordanda on question of whether or not Ewing 
is within the switching limits of Tampa, Fla.; upon question 
of what would have been applicable rate on a shipment moving 
as the one here considered should have moved; and upon ques- 
tion of whether the applicable charges over the route which 
should have been used was reasonable. 


No. 23327, City of Boston and Boston Port Authority vs. 
N. Y. C. et al. New England Traffic League permitted to inter- 
vene. 

No. 22680, Green Bay, Port Huron & Detroit S. S. Co. vs. 
A. & A. et al. Ann Arbor, B. & O., N, Y. C., N. Y. C. & St. L., 
Pa., Wabash et al., permitted to intervene. 

No. 23226, Ayers Mineral Co. vs. A. C. & Y. et al. Associa- 
tion of Commerce of Decatur, Ill., permitted to intervene. 

No. 17006, Upson Co. vs. A. A. et al. Petition dated April 
16, 1930, filed by F, A. Leland, E. B. Boyd and H. G. Toll, in be- 
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half of certain defendant carriers asking for modifi 
order entered herein on October 23, 1929, denied. 

No. 20277, Rates on bituminous coal from points in 
to Kansas City and St. Joseph, Mo. Protestants’ pet 
rehearing, ‘reconsideration and/or reargument denied, 

No. 22521, Binswanger & Co. of Texas vs. A.T. & § p R 


Cation of 


Missouri 
ition for 


et al. Petition, dated March 24, 1930, filed therein by oe 
ant denied. 

No. 23173 (and Sub. 1), Ashland By-Product Coke (Co, ¢ al 
vs. A. T. & S. F. Ry. et al. Hamilton Coke & Iron Co, Minne 
sota By-Product Coke Co. and Interlake Iron Corporation Der- 
mitted to intervene. 

No. 21257 (Sub 1.), Eastern Tanners’ Glue Co. yg, C.N 
et al. Proceeding reopened for further hearing at such tim. 
and place as Commission may hereafter direct. ; 

No. 12798, Galveston Commercial Association vs. G. H 4 
S. A. et al. The effective date of order entered in this cag. 
on December 23, 1929, as subsequently postponed to June 19 
1930, has been further postponed to July 19, 1930. - 

No. 17330 (Sub 1), Mlinois Coal Traffic Bureau ys. A. y, | 
et al., and No. 18025, Old Ben Coal Corporation vs. A. g y 
et al. Petitions (1) of A. T. & S. F. and other carriers for re. 
argument and postponement of order, (2) of Sheridan-Wyoming 
Coal Co. et al., for reconsideration and reargument, (3) of 
Southern Wyoming Coal Operators’ Association to reopen for 
further consideration and further argument, (4) and of the SUp- 
plemenntal petitions of Wabash and Chicago & Eastern Illinois 
et al. and petition of M.-K.-T. R. R. et al. for rehearing and rear. 
gument, denied. 

No. 23327, City of Boston and Boston Port Authority vs, nv. 
Y. C. et alk New York Dock Co., Brooklyn Chamber of Com. 
merce, Manufacturers’ Association of Connecticut, and Balti- 
more Association of Commerce permitted to intervene. 

No. 19691, Forsythe Oil Co. vs. A. T. & S. F. et al. Derby 
Oil Co., Eldorado Refining Co., Golden Rule Refining Co., Kano. 
tex Refining Co., National Refining Co., Peerless Oil and Refi 
ing Co., Skelly Oil Co., Vickers Petroleum Co. and White Eagle 
Oil Corporation permitted to intervene. 

Finance No. 8198, application of A. T. & S. F. for certificate 
to construct an extension of its line of railroad in Stockton, San 
Joaquin County, Calif. Western Pacific permitted to intervene. 

No. 23160, Sub. 1, Metropolitan Utilities District of The City 
of Omaha, Neb., vs. I. C. et al. Portsmouth By-Product Coke Co. 
permitted to intervene. 


mplain. 


No. 23194, D. E. Ryan Co. vs. C. & N. W. et al. O. J. Barnes 
Co. permitted to intervene. 
HOCH-SMITH IRON AND STEEL 


The Trafic World Washington Bureau 


In No. 17000, part 6, iron and steel articles, the Commission 
has modified its order so that the carriers may establish rates 
to become effective on or before May 20 on one day’s notice. 

The Commission had received many protests requesting the 
suspension of tariffs filed by carriers in purported compliance 
with its order. The tariffs were dated to become effective May 
20, as directed by the order in that proceeding. 

Rates from the Chicago district to points particularly in 
Indiana were attacked as unjust because, among other things, 
it is asserted they have been measured from Chicago proper 
to the destinations, particularly to Indianapolis, Ind., instead 
of the average distance from the twelve or fifteen origin 
points in the Chicago district being taken for measuring pur 
poses. The result of using Chicago proper as the point from 
which to measure the distance is to make the rates higher than 
the protestants think they should be. They base their request 
for the suspension of such rates on the direction, given by the 
Commission in a number of cases, to average distances from 
groups of origin instead of using the distance from a particular 
point. 

Another sore point in the adjustment which has caused pro- 
test is that proposed between Chicago and Milwaukee. Another 
is the adjustment on steel wire from Waukegan, IIl., to Kenosha, 
Wis. 

Protests were received from border points, particularly 
the upper Mississippi River crossings. They were not embraced 
in the case, but the breaks in rates at those points have camset 
shippers in Iowa to raise questions as to the reasonablet™ 
of the rate situation that will prevail if the rates are a, 
to take effect, as proposed by the tariffs of the carriers. D 
all, about a dozen prospective situations were brought to the 
attention of the Commission’s board of suspension. 


You may either write or wire our Washington office 
for information concerning matters in any departmee 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 
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Proposed Reports in I. C. C. Cases 





PETROLEUM TO INDIANA 


4 finding of unreasonableness and an award of reparation 
rave been proposed by Examiner Riley A. Gwynn, in No. 22523, 
ae Steel & Wire Co. vs. Alton & Southern et al., involving 


pray fuel oil and gasoline or other petroleum products tak- 
: the same rates, tank car loads, from points in Louisiana, 
ng exas, to destinations in Indiana. He said that 


irkansas and Texas, to de : ‘ 
‘he rates were not in violation of the aggregate of intermediates 


vision of the fourth section of the interstate commerce act, 
but were unreasonable. This report covers five sub-numbers, 
oliver Farm Equipment Co. vs. Santa Fe et al., Moore Co. vs. 
\iton & Southern et al., Red Fox Petroleum Co. vs. Same, In- 
iependent Tank Line, Inc., vs. Santa Fe, and W. R. Hinckle, 
inc, VS. C. & A. et al. The complaints alleged that not only 
were the rates unreasonable, unduly prejudicial and in violation 
of the aggregate of intermediates, but unduly preferential of ship- 
per at Chicago, Ill, and Cincinnati, O. 

Complainants, the examiner said, in presenting informal com- 
saints, relied strongly on the decision of the Commission in 
\os, 15877 and 15878, Standard Oil Co. vs. Santa Fe, 113 I. C. C. 
“a7 and 139 I. C. C. 297. The decision in those cases was against 
the complainant, Standard Oil Co. The phase of the instant 
cases similar to the issue in the Standard Oil cases, however, 
vas not the only issue presented by these complaints. 

Examiner Gwynn said the Commission should find the rates 
wreasonable to the extent they exceeded the following: 33 
cents to Kokomo and 36 cents to South Bend, on fuel oil from 
points in the Shreveport-Eldorado group; 43 cents to Muncie 
and 45 cents to South Bend, Mishawaka, and Fort Wayne on 
gasoline and other petroleum products taking the same rates 
fom points in the Shreveport-Eldorado group; and rates 2.5 
cents higher than those before specified from origin points in 
the north Texas group to the same destinations. 


AMIESITE SCALE PROPOSED 


A scale to be used in the making of rates on crushed stone 
or slag coated with asphaltum, or other bituminous materials, in 
western Pennsylvania, western New York, West Virginia and 
eastern Ohio and also intrastate in eastern Ohio has been pro- 
posed by Examiner J. P. McGrath, in No. 22598, Interstate 
Amiesite Co. vs. A. C. & Y. et al. Amiesite is a trade name, 
but was used by the examiner to designate road building mate- 
tials coated with bituminous binders. 

McGrath said that the Commission should find unreason- 
alle the rates on crushed stone coated with asphaltum from 
Shaw Junction, Pa., to destinations in New York, Ohio, Penn- 
sylvania, West Virginia and on crushed stone or slag coated 
vith tar, from Youngstown, O., to destinations in New York, 
Pennsylvania and West Virginia. Further, he said, the Com- 
mission should find unduly prejudicial to the complainant and 
unduly preferential of its competitors the intrastate rates on 
like traffic from Kenton, Marble Cliff, West Columbus and 
Youngstown, O., to destinations in that state east of a north 
aud south line drawn through Marion, O. He said the Commis- 
sion should order the removal of the undue prejudice and 
undue preference, 


The examiner said that transportation conditions from Shaw 
Junction into the eastern half of Ohio did not differ from 
Talsportation within Pennsylvania where Shaw Junction was 
Situated warranting any difference in rates. Shaw Junction 
is about one mile from the Ohio-Pennsylvania line, near Youngs- 
‘own. He said that the rates within Ohio should be found 
unduly prejudicial and disadvantageous to the complainant and 
itierstate traffic from Shaw Junction to the extent that they 
are, or may be, less than the rates set forth in the scale pro- 
posed by him. 


The area of application for rates made in accordance with 
= Scale is to be limited to those parts of Pennsylvania and 
te York on and west of a line drawn through Cresson, Pa. 
hey are to apply throughout West Virginia and in that part 
of Ohio east of the line through Marion. 


The scale begins with a rate of 85 cents a ton for 20 miles 
ald under. It progresses 10 cents for each block up to 100 
wiles at which distance the rate is 125 cents. Then it pro- 
sresses 10 cents for each 25 mile block up to 250 miles for 








which distance the rate is 185 cents. The rates are to be used 
over the shortest routes, calculated in the usual way. 


OMAHA LIVE STOCK SWITCHING 


Examiner Harris Fleming has recommended the dismissal of 
No. 22405, Omaha Live Stock Exchange et al. vs. C. & N. W. et 
al., No. 22458, Farmers Union Live Stock Co. vs. Burlington et al., 
and No. 22800, Armour & Co. vs. Burlington et al., on a finding 
that the failure of the line haul defendants to absorb the full 
amount of the charges assessed in addition to the line haul 
rate for switching carload shipments of ordinary live stock 
between the interchange tracks of such carriers at South Omaha, 
Neb., and the loading and unloading chutes within the public 
stockyards at that point, did not result in aggregate charges 
which were or are unreasonable, unjustly discriminatory, unduly 
prejudicial, or otherwise unlawful. It was alleged that the 
failure of the carriers to absorb the full amount while making 
full absorption of similar charges at Sioux City, Ia., and St. 
Joseph, Mo., resulted in unreasonable, unjustly discriminatory, 
and unduly prejudicial charges to Omaha and a situation that 
unduly preferred Sioux City and St. Joseph. 

Generally the carriers, said the examiner, did not absorb 
switching charges in western territory on live stock or grain 
unless compelled to do so by competitive conditions. Complain- 
ants, said he, considered that the situation complained of might 
in some way influence the selection of other markets and that it 
had a detrimental effect on the Omaha market. The switching 
charge, said he, had no effect upon the prices received for the 
stock but that the unabsorbed portion was deducted from the 
net proceeds from the sales. He said that based on an average 
loading of 23,000 pounds, a charge of 69 cents a car, the amount 
of nonabsorption, amounted to only about three-tenths of a cent 
a hundred pounds. The complainants, however, referred to the 
volume of the traffic and also to be pyramiding of such charges, 
which in some instances occurred. 


PROPOSED REPORTS 


Lead Dross 


No. 22468, Indiana Smelting & Refining Corporation vs. 
Nickel Plate et al. By Examiner H. C. Lawton. Rate, lead 
dross, Indianapolis, Ind., to Colinsville and Federal, Ill., unrea- 
sonable to the extent it exceeded or may exceed 15.5 cents, 
minimum 40,000 pounds, findings to be without prejudice to any 
different conclusion that may be reached in No. 17000, Part 12, 
Hoch-Smith, non-ferrous metals. Reparation proposed. 


Lumber 


No. 22932, J. M. Card Lumber Co. vs. N. C. & St. L. By 
Examiner William A. Maidens. Dismissal proposed. Rates, lum- 
ber, moving interstate, Tracy City, Palmer, Collins, Coalmont, 
and Monteagle, Tenn., to Chattanooga, Tenn., not unreasonable. 


Lumber to Canada 


No. 20567, Atlantic Lumber Co. vs. L. & N. et al. By Exam- 
iner E. L. Glenn. Upon further hearing. Findings original re- 
port, 157 I. C. C. 236, proposed to be modified to the extent that 
subsequent to June 14, 1929, rates on lumber, Duff and Knox- 
ville, Tenn., to Cowansville and St. Hyacinthe, Quebec, be found 
not unreasonable. 

Crude Petroleum 


No. 23022, Louisiana Oil Refining Corporation vs. T. & P. 
et al. By Examiner John J. Crowley. Charges, crude petroleum, 
Wickett and Pyote, Tex., to Gas Center, La., in excess of those 
applicable, but not unreasonable. Charges collected were $4.05 
a car greater than those applicable. Reparation of $1,372.95 
proposed. 

Piling 

No. 22471, Manassa Timber Co. vs. St. L.-S. F. et al., and two 
sub-numbers, Abeles & Tausig Lumber & Tie Co. vs. Alton & 
Eastern et al., and Manassa Timber Co. vs. Same. By Exam- 
iner Horace W. Johnson. Dismissal proposed. Rates, piling, 
points in southeastern Missouri and northeastern Arkansas to 
destinations in Oklahoma, Kansas, Nebraska, the Dakotas, 
Minnesota, Iowa, Wisconsin, Michigan, Illinois, Indiana, Ohio, 
West Virginia, Pennsylvania and New York not unjust or un- 
reasonable. 

Clay Sewer Pipe 

No. 22717, John W. Moore Construction Co. vs. Rock Island 

et al., and a sub-number, Roy Irick vs. Santa Fe. By Examiner 
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Leland F. James. Rates, clay sewer pipe, Kansas City and 
Deepwater, Mo., and Pittsburg, Kans., to Alamogordo, N. M., 
and from Pueblo, Colo., to Belen, N. M., unreasonable to the 
extent they exceeded or may exceed rates based on 17.5 per cent 
of the first class under scale prescribed in Consolidated South- 
western Cases, 123 I. C. C. 203, 189 I. C. C. 535, 144 I. C. C. 
630, and 148 I. C. C. 613, plus differentials for hauls in New Mex- 
ico and for hauls in Oklahoma and Texas differential territory, 
minimum 26,000 pounds. Reparation proposed. 


Rough Lumber 


No. 22765, Crane & MacMahon, Inc., vs. Nickel Plate et al. 
By Examiner Charles A. Rice. Charges, one carload of rough 
lumber, Fort Recovery, O., to Oakland, Calif., stopped in transit 
to finish loading at Jasper, Ind., inapplicable. Applicable rate, 
$1.07, combination on Jasper, not unreasonable. Reparation of 
$50.79 proposed. 

Export Wheat—Flour 

No. 22698, Wichita Flour Mills Co. vs. Santa Fe et al. By 
Examiner Paul A. Colvin. Rates, many carload of wheat, points 
in Oklahoma and Texas to Wichita, Kan., there milled into flour 
and shipped to Galveston and Houston for export, unreasonable 
to the extent they exceeded 41 cents. Reparation proposed. 


Imported Nitrate of Soda 


No. 22179, Illinois Powder Manufacturing Co. vs. Illinois 
Central et al. By Examiner T. Naftalin. Rates, imported nitrate 
of soda, Mobile, Ala., New Orleans, La., and Pensacola, Fla., 
to Grafton, Ill., prior to December 15, 1927, unreasonable to the 
extent they exceeded 35 cents, minimum 50,000 pounds. Rate 
on and after that date not unreasonable or unduly prejudicial. 
Reparation proposed. 


Peroxide of Hydrogen 


No. 22924, Sunbury Converting Works vs. Central of New 
Jersey et al. By Examiner Herbert P. Haley. Rate, peroxide of 
hydrogen, in bulk in barrels, carloads, Perth, Amboy, N. J., to 
Sunbury, Pa., inapplicable. Applicable rate, 19 cents, not un. 
reasonablae. Reparation proposed. 


Wooden Fence Posts 


No. 20761, MacGillis & Gibbs Co. vs. Burlington et al., and 
a sub-number, Same vs. Same. By Examiner Roy E. McKee. 
Rates, wooden fence posts, points in Michigan, concentrated at 
Gladstone, Mich., and reshipped to destinations in Kansas and 
Nebraska, inapplicable. Applicable rate, lowest combinations 
based on Gladstone and other intermediate points on the route 
of movement treated by the Jones combination rule. Repara- 
tion proposed. 

Hay Reconsignment 


No. 23090, North & Co. vs. S. A. L. By Examiner Herbert P. 
Haley. Reconsignment charges, one carload of hay, Kansas City, 
Mo., to St. Petersburg, Fla., there recénsigned to Tampa, Fla., 
and again reconsigned to Sherman, Fla., unreasonable. Ship- 
ment moved on combinations of locals so that under many 
decisions made by the Commission no reconsignment charges 
should have been imposed. Reparation of $11.70 proposed. 





UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 8167, authorizing the acquisi- 
tion by the Lehigh Telephone Company of the properties of the Lower 
Saucon Telephone Company, approved. 

Report and order in F. D. No. 8215, authorizing the Akron, Can- 
ton & Youngstown Railway Company to issue $1,500,000 of general 
and refunding mortgage 5% per cent gold bonds, series B, to be sold 
at not less than 96.375 per cent of par and accrued interest and the 
proceeds applied to the payment of maturing bonds, approved. 

Report and order in F. D. No. 8162, authorizing the Chicago, Mil- 
waukee, St. Paul & Pacific Railroad Company (1) to assume obligation 
and liability in respect of the payment of the principal of and interest 
on, and (2) to issue, $15,000,000 of Chicago, Milwaukee & St. Paul 
Railway Company general-mortgage 4% per cent gold bonds, series 
F; said bonds to be sold at not less than 98 per cent of par and 
accrued interest and the proceeds used to reimburse the treasury 
for capital expenditures heretofore made and to provide for expendi- 
tures to be made during 1930 for additions and betterments and for 
new_equipment, condition prescribed, approved. 

Report and order in F. D. No. 8204, authorizing the Pere Mar- 
quette Railway Company to assume obligation and liability in respect 
of $5,100,000 of Pere Marquette equipment trust, series of 1930, 4% 
per cent equipment-trust gold certificates, to be issued by the Chase 
National Bank of the City of New York, under an agreement to be 
dated May 1, 1930, and sold at not less than 99.137 per cent of par 
and accrued dividends, in connection with the procurement of certain 
equipment, approved. 

Report and order in F. D. No. 8205, authorizing the Chesapeake 
& Ohio Railway Company to assume obligation and liability in re- 
spect of $19,800,000 of Chesapeake & Ohio equipment trust, series 
of 1930, 4% per cent equipment-trust gold certificates, to be issued 
by the Guaranty Trust Company of New York, under an agreement 
to be dated May 1, 1930, and sold at not less than 99.137 per cent of 
par and accrued dividends, in connection with the procurement of 
certain equipment, approved. 

Report and order in F. D. No. 7843, authorizing the Aroostook 
Valley R. R. Co. to issue not exceeding $1,000,000 of first and refund- 
ing mortgage 5% per cent 25-year gold bonds, series A, said bonds 
to be sold at not less than 94 per cent of par and accrued inter- 
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est and the proceeds used to retire certain bonds and in reimb 
ment for expenditures heretofore made in retiring bonds - urse- 
other capital purposes, or not exceeding $125,000 of the bene for 
exchanged for an equal amount of applicant’s first-divisional oA 
gage 6 per cent bonds, and, pending their sale or exchange, al] pra 
part of said bonds to be pledged and repledged as collateral so.,2 
for short-term notes, condition prescribed, approved. Curity 
Report and certificate in F. D. No. 8160, authorizing the acauis: 
tion by the Bell Telephone Company of Nevada and the Sema, 
States Telephone & Telegraph Company of the properties of . 
White Pine Telephone Company, approved. e 
Report and order in F. D. No. 8216, authorizing the South 
ern Pacific Company to assume obligation and liability in respect 
of $6,000,000 of Southern Pacific Company equipment-trust 09 
tificates series M, to be issued by the Pennsylvania Company fo; 
Insurances on Lives and Granting Annuities under an agreemen 
to be dated May 1, 1930; said certificates to be sold at not less 
than 99.355 per cent of par and accrued dividends in connectj,, 
with the procurement of certain equipment, approved. = 


FINANCE APPLICATIONS 


Finance No. 8242. Cairo, Truman & Southern asks authority + 
abandon tracks within Truman, Ark., and one mile south of Tru. 
man’s city limits. , 

Finance No. 7686, Sub. No. 1. Baltimore & Ohio asks authority 
to guarantee jointly_and severally with the Pennsylvania and the 
Pittsburgh & Lake Erie, the payment of the principal and interest 
of and on $10,000,000 of Monongahela Railway Company’s first con. 
solidated mortgage 4% per cent bonds, series A, due April 1, 1969, 
application for the issue of which was made by the Monongahela jy 
No. 7686. The capital stock of the Monongahela is owned one-third 
each by the Baltimore & Ohio, the Pennsylvania and the Pittsburgh 


& Lake Erie. ‘ 
Finance No, 8236, Maine Central Railroad Co. asks authority 


to acquire control of the Upper Coos Railroad by purchase of its 
capital stock. Applicant now operates line under 999-year lease, 
It proposes to purchase all or major part of 3,500 shares of the 
Upper Coos, par value $350,000, at not exceeding $100 a share, Object 
of applicant in obtaining control is to avoid protracted litigation with 
respect to the payment and/or renewal of issue of 4 per cent first 
mortgage bonds of Upper Coos dated May 1, 1890, maturing May 1, 
1930, of the total face value of $350,000 and guaranteed by applicant, 
and to strengthen the financial position of applicant, according to 
lication. ; : 
&PP Finance No. 8240. Reading Co. asks authority to issue and sell 
$7,080,000 of 44% per cent equipment trust certificates at 99.8375 and 
interest to Edward Lowber Stokes & Co., of Philadelphia. 

Finance No. 8248. Chesapeake & Potomac Telephone Co. of 
Virginia asks for certificate that proposed acquisition of control 
of Petersburg Telephone Co., of Virginia, will be of advantage 
to the persons to whom service is to be rendered and in the 

ic interest. 
“oo No. 8247. Missouri Pacific Railroad Co. asks authority 
to issue and pledge and repledge $20,750,000 of 5 per cent first 
and refunding mortgage gold bonds to reimburse the treasury. 
Bonds to be peldged for short-term_notes. ; 

Finance No. 8249. White River Railroad, Inc., asks authority to 
purchase, own and operate the properties and franchises of the White 
River Railroad Co. in Vermont in the same way and to the same 
extent that the latter owned and operated them. The line runs from 
Rochester to Bethel, Vt., 19.34 miles. 


LAKE-RAIL RESHIPPING RATES 


The Duluth Chamber of Commerce has asked the Commis- 
sion to suspend the rail-lake reshipping class rates named in 
supplement No. 9 to Great Lakes Transit Corporation LC. ¢. 
No. 97, effective May 23. The supplement, the protestant says, 
names a reduced basis of proportional reshipping rates from 
Buffalo, N. Y., to Duluth, Minn., and from Cleveland, O., Detroit, 
Mich., and Erie, Pa., to Minneapolis, Minnesota Transfer and 
St. Paul subject to a note providing that the rates apply only 
as reshipping rates on mixed carloads, subject to rule 10 of 
official classification. 

That requirement, asserts the protest, prevents the use of 
the rates by anyone except those located at the lower lake ports, 
or shippers or receivers of freight via the Great Lakes Transit 
Corporation using the so-called carloading or freight ner 
companies; that the requirement practically forces “eo 
freight to Duluth to use the carload consolidating or freight 
forwarding companies to consolidate either their own shipments 
or their shipments with shipments of others at the lower lake 
ports, thereby taking most of the benefit which might be - 
rived from the proportional rates, away from the owner = 
commodity shipped to the extreme advantage of the freight 
forwarding company. It is further asserted that the rates a 
a direct discrimination against the shipper and — 
freight via the publishing line favoring the carload forwar 
It points out that the rates may be used to defeat the — 
published through rates. To illustrate that point the “— 
shows results from Akron, O., to Duluth by combination © 
Cleveland. On the first class the table shows that a combi 
tion of $1.01 is possible, while the through rate 1s $1.21. _ 

A further assertion is that the rates proposed —. 
directly against the through shipper, either carload or less-t a 
carload, and favor the shipper who consolidates his range 4 
at the lower lake ports by freight forwarding companies, _ 
points in official territory, not having through rail-lake oa 
rates, the discrimination on a shipment, at first class Ta 
from Norfolk, Va., to Duluth, via Cleveland being shown 
24 cents a hundred pounds. Spreads running as high as 
cents are shown. 
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“with a spread of 40.5 cents,” says the protest, “a carload 
eight forwarding company could certainly make a very neat 
on consolidating shipments at Cleveland and still permit 
eget buyer an unfair advantage in his transportation cost 
- ompared with the through carload shipper.” 

7 * jg alleged that for all practical purposes no shipper or 
ceiver of freight will be able to make use of these propor- 
rece is “except by paying tribute to freight forwarding companies 
pry the only way a receiver of freight at Duluth could 
_ any use of these rates would be through a carloading 


Se wholesale distributors at Duluth,” continues the pro- 
“are now fighting for their very lives against the encroach- 
ments of the chain store organizations. The chain store organ- 
ations Would be able to consolidate their shipments at the 
_ lake ports and forward them in mixed carloads to Du- 
uth under these reshipping proportional rates, thereby, in many 
stances, defeating the published through tariff rate, and in other 
instances, obtaining carload rates on shipments what in reality 
yould be less-than-carload traffic. The wholesale distributor 
has one legitimate advantage; that is, that being located in 
the territory Which he attempts to serve, he moves his_ ship- 
ments in carload lots as close as possible to the point of con- 
sumption. These proportional reshipping rates would take all, 
ora great deal, of that one last advantage left to the wholesale 


distributor.” 


LUMBER TAP LINE CASE 


The Trafic World Washington Bureau 


The arguments in Finance No. 7698, Elizabeth Southern 
Railway construction, before division 4, the Santa Fe and the 
Missouri Pacific made diametrically opposite contentions as to 
which of the two roads was invading the territory of the other. 
ireuments were made by R. C. Fulbright for the applicant, 
i. H. Larimore for the Missouri Pacific and G. B. Ross for the 
Guif, Colorado & Santa Fe, the latter a Santa Fe subsidiary. 
The road for which a certificate of convenience and necessity 
was desired would extend from Elizabeth, La., on a part of the 
Santa Fe system to Kinder, La., on a part of the Missouri Pacific. 
Its construction would be at the expense of a combination of 
lumber, turpentine and paper mill interests, the object being 
to reach virgin timber and pulp wood in a territory south of 
Elizabeth, north of Kinder and west of the Calcasieu River. 

The Santa Fe contended that the proposed road would be 
a burden on interstate commerce because the timber would be 
cut out in five or six years, while the applicant and the Mis- 
souri Pacific contended that the tract was so large that it would 
produce pulp wood for the paper mfll continuously and that 
enough saw timber was growing up under a policy of reforesta- 
tion of the proprietary interest and of the state of Louisiana 
to make the road self-sustaining. It also contended that the 
prime object was to build southward from the lumber and 
paper mills at Elizabeth to a connection with the Missouri Pacific 
to enable the tap line to obtain divisions from the Missouri 
Pacific. The desire to obtain money from the Missouri Pacific 
was admitted and the readiness of the Missouri Pacific to pay 
tap line divisions was conceded. The Santa Fe said that the 
territory could be served by tram roads into the timber. It 
also contended that carrying the products of the mills at Eliz- 
abeth to Kinder would involve wasteful transportation, while 
the applicant and the Missouri Pacific centended that the new 
tad would shorten distances, in many instances. 


rest 


CHANGES IN DOCKET 


Hearing in No. 23254, Darling & Co., et al. vs. C. & E. I. 
Ry, et al., assigned for May 17, at Chicago, IIl., before Examiner 
Cheseldine was canceled. 

Hearing in No. 23192, Oscar Mayer & Co. vs. B. & O. R. R. 

al. assigned for May 17, at Madison, Wis., before Examiner 
Bardwell, was canceled. 
_ Argument in No. 22045, Jackson Traffic Bureau, for Brannon 
Coal Co., et al. vs. A. G. S. R. R., et al., and No. 22047, Jackson 
Traffic Bureau, for Jackson Fertilizer Co. vs. A. T. & S, F. Ry., 
et al, assigned for May 16, at Washington, D. C., was postponed 
(0 date to be hereafter fixed. 


SOUTHERN COMMODITY RATES 

Shippers to, from and between points in southern territory 
a asked the Commission to suspend parts of tariffs filed by 
a ets proposing revised commodity rates supposed to be 
conccordance with the directions of the Commission given in 
ton eeo8 with its report in the southern class rate investiga- 
P - : €ctive May 20. Protests have been received in respect 
pa €8 on barrels, half barrels and kegs, wooden; barrels of 
ed Steel; glassware, other than cut, bottles, jars and so 
and ch Plate glass polished, prism and polished wired; charcoal 
P arcoal briquette; filtering (bone) charcoal; muriatic acid; 

et and chains, iron or steel. 
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Pee See Woe Bool 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Supreme Court of South Carolina.) Presumption damage 
to shipment was caused by carrier is inapplicable without proof 
of delivery to carrier in good condition.—Gramling Electric 
Refrigeration, Inc., vs. Southern Ry. Co., 152 S. E. Rep. 670. 

There was no presumption damage to shipment was caused 
by delivering carrier, where shipment was twice broken and 
condition on reshipment was not shown.—Ibid. 

Carrier’s receipt of crated refrigerator “in apparent good 
order, contents and condition of contents unknown,” raised no 
presumption shipment was in good order.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of Mississippi, Division B.) Railroad fail- 
ing to ship cotton promptly, to damage of shipper, is only liable 
for general damages, unless having notice of facts authorizing 
special damages; general damage for failure to ship cotton 
promptly is difference between market price on date it should 
have arrived and date it actually arrived at destination; evi- 
dence established market value of cotton as basis for general 
damage for failure to ship promptly.—Yazoo & M. V. R. R. Co. 
vs. Ussery, 127 So. Rep. 269. 

Evidence held to establish weight of cotton as basis for 
damage for failure to ship promptly.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Nebraska.) Negligence of railroad in 
respect to rough handling of cattle during shipment held for 
jury.—Allender vs. Chicago & N. W. Ry. Co., 230 N. W. Rep. 102. 

Defendant is not entitled to peremptory instructions where 
evidence on controverted issue would support verdict for plain- 
tiff.—Ibid. 

Experienced cattle dealer personally auctioning cattle was 
competent to testify as to market value.—Ibid. 

Experientced cattle buyer, having seen cattle immediately 
prior to delivery, was competent to testify as to market value.— 
Ibid. 

Witness experienced in buying and selling cattle was com- 
petent to testify as to average weight of animals.—lIbid. 

New trial on ground of newly discovered evidence is for 
sound discretion of court; ruling on motion for new trial will 
not be disturbed unless discretion is abused.—Ibid. 





hi 7 D ¢ ¢@ 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





bad eh th i hth a ah be 


(District Court, E. D., Pennsylvania.) Both vessels held at 
fault in collision by reason of failure to observe Inland Pilot 


Rules, art. 18, rule 3, art. 27 and art 29 (USCA, secs. 203, 
212, 221), by failure to give danger signal on part of one 
vessel when not receiving assent to proposed starboard 


passage and failure on part of other vessel to observe move- 
ment or hear signal and to have a lookout properly stationed, 
particularly in view of fact that collision occurred on a fair, 
clear day on waters with which both were familiar.—The Fre- 
desboro, The Manchester Shipper, 38 Fed. Rep. (2d) 501. 

Proof held to establish prima facie right of charterer to 
bring suit for damages for non-delivery of cargo of coal in 
accordance with terms of bill of lading.—Ibid. 

Generally, an underwriter who has paid a loss is entitled to 
recover what he has paid by suit in name of assured against 
carrier who caused the loss.—Ibid. 





(District Court, E. D., New York.) Fact that voyage was 
rough, and that there was a good deal of pounding in the for- 
ward part of the ship, did not relieve shipowner from liability 
for damage to cargo coming in contact with sea water, under 
provision of bill of lading that ship should not be responsible 
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for “perils, dangers and accidents of the sea.”—-The Cameronia, 
Simiansky et al. vs. Anchor Line, Ltd., 38 Fed. Rep. (2d) 522. 

Damage to cargo from contact with sea water held within 
exception of bill of lading relieving shipowner from liability 
for loss, resulting from “latent defects not discoverable by due 
diligence,” where hold had been tested with hydraulic test and 
found watertight, and where it was necessary to lower depth of 
water in tank to keep down water level in bilges, thus indicating 
that trouble arose from leaky rivets in tank, which had sprung 
in course of voyage.—lIbid. 


COURT CONSTRUES RULE 77 


As nearly as possible under the facts in the case, Judge 
Morton, of the federal court for the district of Massachusetts, 
in No. 4228, Handy Chocolate Co. vs. Boston & Albany et al., 
has construed rule 77 of the Commission’s Tariff Circular 18-A, 
now superseded by Tariff Circular No. 20. The rule the court 
construed, however, was not in the complete terms of rule 77 
as contained in the tariff circular. Judgment was given for 
defendants. : 

Rule 77, according to Judge Morton, applies only to com- 
modity rates. The suit in which he so held was brought by 
the chocolate company on an award of reparation made by the 
Commission in Handy Chocglate Co. vs. B. & O. et al. 146 
I. C. C. 213, on reconsideration. The Commission, on that re- 
consideration, reversed the dismissal of the complaint, made 
by division 3, on a finding that the applicable third class rates 
on chocolate coating, on shipments made in 1922 and 1923, 
from Oak Street, Mass., to Baltimore, Md., were not unreasonable, 

The complaint alleged that, because the carriers had not 
charged the fifth class rate to Lynchburg, Va., as it claimed 
was promised in the paraphrased rule 77 published on the face 
of a tariff called a class tariff, which, however, carried some 
commodity rates, it was entitled to reparation. It claimed that 
that rule required the carriers to apply the fifth class rate, 
subject to the southern classification, applicable from Oak 
Street to Lynchburg on shipments to Baltimore, to which the 
third class rate governed by official classification was published. 
That fifth class rate was lower than the third class rate to 
Baltimore. 

The Commission, on reconsideration, divided six to four, 
the dissenters being Commissioners Eastman, Woodlock, 
Brainerd and Porter. Three dissenting views were written, 
Commissioner Woodlock contenting himself with a note agree- 
ing with Commissioner Eastman. All pointed out that rule 77, 
according to the tariff circular, was applicable only to com- 
modity rates, the circular providing a rule for the intermediate 
application of class rates, in the event there was no specific 
publication from or to the point at which the shipment had 
origin or destination. It was also pointed out that the inter- 
mediate rule could not be used in this case because class rates 
were specifically published to Baltimore. 

The Commission pointed out that the notation about rule 
77 in the tariff in question did not limit the rule to commodity 
rates. It therefore decided that, the carriers having published 
a notation about rule 77 without limiting it to commodity rates, 
the fact that the rule itself was limited to commodity rates 
could not operate to relieve the railroads from the legal results 
of such publication. 

The suit was for the recovery of money the Commission 
found due the complainant in its award of reparation. A jury 
having been waived, Judge Morton disposed of the case on the 
law and the facts. The fact that the case involved difficult 
questions, he said, was shown by the fact of the disagreement 
among the commissioners. Since the case was disposed of the 
Commission has required the carriers in making use of the 
rule to state it in the terms used in Tariff Circular No. 20. 
In disposing of the matter, the judge said: 


The underlying difficulty, out of which the dispute arose, was 
that there were two published rates from Oak Street to Baltimore 
which were inconsistent, i. e., the third class rate in the regular 
tariffs, and the Lynchburg rate in connection with the notification 
that intermediate rates based upon it would be granted. The first, 
and in my opinion the decisive question, is as to the effect of this 
notification. In terms, it applied to all classes of freight. The ma- 
jority of the Commission held that it should receive its literal mean- 
ing, and that it covered, not only commodity rates, but also class 
rates. It is clear—indeed there is no dispute upon the point—that 
Rule 77 deals only with commodity rates. 

The notification in question was set out in terms in the rule, and 
was required by the rule to be printed on all schedules carrying com- 
modity rates. The schedule in question contained a few of them, and 
the notice had to be given. Reading the notification in connection 
with the rule requiring it, no one can doubt that it was intended 
to apply only to commodity rates. Valid regulations and rules of 
the Interstate Commerce ommission are binding, not only upon 
the carrier, but upon the public. The notification expressly referred 
to Rule 77 and shippers were bound to take notice of it; the wording 
was not that of the railroad company, nor was it voluntarily used. 
It was a prescribed official form; and it should be construed accord- 
ingly in connection with the rule, and not as if it stood alone. While 
the decision of the Commission carries great weight, it is not con- 
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clusive. For the reasons above stated and those contained ; 

dissenting opinions I am unable to agree with it. It is unne agit 
to pass upon the other points urged by the defendants Juan 
for defendants. = SUdgment 


PETITIONS FOR REHEARING, ETC, 


No. 22111 et al., New Florence Fire Brick Co. et a) ,, 
A. & E. et al. Complainant asks for further hearing for pyr ws 
of introducing further evidence in this case. npene 

No. 17000, part 6, iron and steel articles. Highlang Iron 
Steel Co., Terre Haute, Ind., asks for reconsideration a 
and/or modification of finding and order. : mg 

No. 16321, State Corporation Commission of Virginia ys A 
& R. et al. North Carolina Hosiery Manufacturers’ Traffic Asc, 
ciation has filed an amended petition for modification of inet 
and order herein in so far as it would require cancellation of 
intrastate rates in North Carolina, on cotton hosiery, any 
quantity. a. 

No. 17330, sub. No. 1, Illinois Coal Traffic Bureau ys, AY 
I. et al., and No. 18025, Old Ben Coal Corporation vs, 4. & v 
et ~ Defendants ask for modification of order dated Pebry, 
ary 11. 

Finance No. 5322, construction and operation by L, &N 
Louisville & Nashville asks the Commission for modification of 
its report and order herein of May 26, 1927, relating to appli- 
cant’s acquisition from Interstate Railroad of certain trackage 
rights for a distance of about 1744 miles, extending from Nor- 
ton, Wise County, Va., to Miller Yard, Scott County, Va, 

No. 23349, Sinclair Refining Co. vs. A. & W. et al. Defendants 
ask for dismissal of complaint without hearing. , 

I. & S. 3374, woolen clothing from California and North 
Pacific Coast points to eastern destinations. Money-Back Smith 
asks the Commission to interpret and clarify its views in cop. 
nection with equalization of eastbound and westbound rates 
on woolen clothing, less than carloads, and thereupon issue 
and serve upon parties of record a supplemental report in this 
proceeding. 

No. 13535, and associated cases, Corporation Commission of 
Oklahoma vs. A. & R. et al. Southwestern carriers ask for per. 
mission to eliminate mineral earth black (spent) from terms of 
findings. 

No. 21249, Williams & Haney et al. vs. A. & S. et al. Com. 
plainants ask for further hearing to prove the paying and bear- 
ing of the freight charges. 

No. 17330, Sub. 1, Illinois Coal Traffic Bureau vs. A. V.! 
et al. Denver & Rio Grande Western and Colorado & Southem 
ask for reargument and postponement of order now effective 
June 20, 1930, 161 I. C. C. 337. 

No. 23186, McClamrock Co. et al. vs. A. & Y. et al. Del 
aware & Hudson Co. asks for dismissal of this proceeding as to 
it, and severance of complaint in this proceeding. 

No. 23261, and Sub. 1, Franklin Steel Co. et al. vs. B. & 0. 
et al. Baltimore & Ohio, one of defendants herein, asks for 
dismissal of complaint. 

No. 21207, Chappel Bros., Inc., vs. C. B. & Q. et al. Com 
plainant asks for rehearing and reconsideration of this case 

No. 11396 (and Sub. 1), Mason Valley Mines Co. vs. W. P. 
et al., No. 14022, In the Matter of rates and divisions of rates 
of Indian Valley on ores and concentrates and No. 14325, Mason 
Valley Mines Co. vs. W. P. et al. Western Pacific asks for 
vacation and setting aside of order. 

No. 21243 (and Sub. Nos. 1 to 6, incl.), Legel Oil & Gas Co. 
et al. vs. C. & N. W. et al. and cases grouped therewith 
Defendants ask for reargument and reconsideration, but only 
so far as it authorizes reparation and requires rates for future 
to Dell Rapids, Egan and Flandreau, and Commission enter such 
further order or orders in the premises as to it may seem 
reasonable and just. 

Finance No. 7623, 7370, 7371, 7547, 7556 and 7518, applica 
tion of Fort Worth & Denver Northern for certificate of public 
convenience and necessity authorizing construction of 113 mile 
line from Childress, Tex., to Tampa, Tex. Application asks ‘0 
rehearing and reargument before full Commission. ’ 

No. 21662, Fall River Chamber of Commerce for and : 
behalf of East Freetown Saw Mill Co. vs. B. & M. et al. Defent 
ants ask for a reargument herein. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period vs 
23-30, inclusive, was 427,925, as compared with 439,371 cars i 
the preceding period, according to the car service on 
the American Railway Association. No shortage was report 
The surplus was made up as follows: " 

Box, 173,350; ventilated box, 1,357; auto and furniture, 
total box, 203,192; flat, 9,527; gondola, 91,040; hopper, te 340; re- 
coal, 168,930; coke, 616; S. D. stock, 23,737; D. D. stock, 4,93) 
frigerator, 15,790; tank, 537; miscellaneous, 1,256. 


Canadian roads reported a surplus of 35,000 box, 
850 S. D. stock and 625 refrigerator cars. 
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FOURTH SECTION LEGISLATION 


The Traffic World Washington Bureau 


efore Senator Hastings, of Delaware, chairman, and Sen- 
man, of Nevada, of the sub-committee of the Senate 
ommerce committee on fourth section legislation, 
oon of May 14, W. S. McCarthy, of Salt Lake City, 
gh, president of the Intermediate Rate Association, and Frank 
a counsel for intercoastal steamship lines, urged enact- 
ey of the Pittman bill (S. 563) prohibiting departures from 
eth section of the interstate commerce act on account of 
por competition through the Panama Canal. 


After listening to the testimony for some time and asking 
, number of questions, Senator Hastings, who did not speak 
the “fourth-section” language when the hearing opened, said it 
emed to him that the rates of the intercoastal steamship lines 
should be regulated the same as the rates of the railroads. 
asked if the intercoastal lines would favor such legislation, Mr. 
is lied that some of them would and some would not. 

Lyon rep - : . 

When the hearing began, Senator Pittman explained that 
the proposed amendment was directed only to water competi- 
tion via the Panama Canal. He said no limitation was imposed 
on the fixing of rail rates except that if rates were reduced to 
the more distant point they would have to be applied to the 
intermountain points. 

Mr. McCarthy said the situation now was similar to that 
in January, 1926, when the Gooding long-and-short-haul bill was 
wp for consideration. Then as now, said he, there were fourth 
ction applications pending. He referred to the pending applica- 
tions of the Southern Pacific (13638 and 13639) for fourth section 
relief. He also said middle western manufacturers had definite 
plans to join with the railroads in an attempt to obtain fourth 
section relief from Chicago and other points to the Pacific coast. 

Both Mr. McCarthy and Mr. Lyon submitted statistics in 
support of their contention that the intercoastal tonnage was 
very small compared with the volume of rail tonnage of the 
transcontinental lines and with the volume of all rail tonnage. 

In westbound intercoastal traffic via the canal the increase, 
1926-1929, inclusive, was 587,212 tons, while the increase in all 
revenue tonnage of the Southern Pacific for the same period 
was 2,850,508 tons, according to Mr. McCarthy. The total inter- 
coastal traffic via the canal for 1929 was 10,119;028 tons, said he. 
He thought the figures showed that the rail lines now, without 
transcontinental fourth section relief, were effectively competing 
with the boat lines. 

Mr. McCarthy explained that since March 15, 1918, there 
had been no fourth section departures on transcontinental traffic 
as were opposed by the intermountain country, but that there 
was the constant threat that there would be such departures so 
long as the Commission had the power to authorize them. He 
said passage of the Pittman bill would remove that uncertainty. 
He said the Pittman bill, for all practical purposes, had now been 
in effect for twelve years and that none had been hurt by it. 
The threat of a change in the situation, explained Senator Pitt- 
man, made necessary action on his bill. . 

Senator Hastings desired to know whether there had been 
complaint because the Commission had denied fourth section 
relief. Senator Pittman said the railroads and those supporting 
them had complained. 

“It is a surprise to me that the people who lost are not here 
asking for relief,” said Senator Hastings. 

Attention was directed to the fact that the Southern Pacific 
fourth section applications were pending, and Senator Pittman 
said that prior to 1918 the Commission had almost always granted 
fourth section relief when the railroads asked for it. 

Mr. McCarthy submitted statistics showing that in the 
period 1917-1929 the tonnage of the six transcontinental rail- 
toads had increased 44,239,416 tons and that that was more 
than 13,000,000 tons in excess of the total tonnage that passed 
through the Panama Canal in 1929, including the 10,119,028 tons 
of intercoastal traffic. Senator Hastings made it clear that the 
rail tonnage figures covered all traffic of the railroads, and not 
a traffic that might be in competition with the water 
A Senator Pittman brought out that the total tonnage of the 
‘ix transcontinental roads in 1929 was 223,469,291 tons as com- 
bared with 30,663,006 tons of all Panama Canal traffic. 

For the information of Senator Hastings, Senator Pittman 
and Mr, McCarthy referred to some of the old fourth section 
departures on transcontinental traffic. 

, Mr. Lyon said he appeared in opposition to any administra- 
Ye body having authority to determine whether there should 
that domestic merchant marine. He said the Commission had 
a authority with the discretion vested in it to permit de- 
ures from the fourth section on transcontinental traffic. 
asonably compensatory rail rates would injure the boat 
. me said Mr. Lyon. Asked by Senator Pittman whether he 
nt the Commission should require establishment of rail rates 
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that would force traffic to move by water, Mr. Lyon said, “Not 
at all.” Mr. Lyon said his position was that the railroads should 
not be permitted to make such rates as would take business 
away from the boats at the ports—the only place the latter 
could get business. He said they should not be permitted to 
charge less than reasonable rates. 

“You fix rates at about what you please?” asked Senator 
Hastings, referring to the boat lines. 

‘Mr. Lyon said the rates were filed with the Shipping Board 
but that the lines charged about what they wished. 

“Then you complain because the Interstate Commerce Com- 
mission doesn’t protect you by fixing the rates of the railroads 
so they can’t reasonably compete with you,” said the senator. 

“We object to less than reasonable rates made to take busi- 
ness away from the boats,” said Mr. Lyon. 

He added that the government was subsidizing the mer- 
chant marine and at the same time the Commission had the 
power to detroy the domestic merchant marine. 

“If Congress does not want ships it should say so,” said he. 
“It should not give the Commission the power to close the 
Panama Canal.” 

After asking some questions about the relationship of boat 
to rail rates, Senator Hastings asked if there was any reason 
why Congress should not control ship rates. 

Senator Pittman said that question had been discussed a 
great deal, but that Congress had not seen fit to regulate them. 

Mr. Lyon said he was not speaking for the intermountain 
country, but for the intercoastal ships. He charged that the 
Commission was “railroad minded.” He said Congress had for- 
bidden operation of rail-controlled boats through the Panama 
Canal, but had at the same time permitted the Commission to 
have the power to destroy the independent boat lines. 


Senator Hastings asked the witness why he charged the 
Commission with being railroad minded when it had not per- 
mitted transcontinental fourth section departures for twelve 
years. Mr. Lyon said he stood by his charge. The senator 
wanted to know why the Commission had not permitted a 
change. Mr. Lyon thought it was because of the fight put up 
by the intermountain people and not because of the opposition 
of the ships. Senator Hastings said he was not impressed with 
Mr. Lyon’s statement on behalf of the ships, but that he thought 
that the intermountain people were the ones that were hurt 
and probably ought to be protected. He said he thought Con- 
gress should regulate the ships and their rates and protect 
them the same as the railroads. 


Mr. Lyon said the rates that the Southern Pacific was 
proposing under the pending applications would put the ships 
out of business. Senator Hastings concluded from some rate 
comparisons submitted by the witness that there was sufficient 
spread between the rail and water rates. Mr. Lyon said if 
the railroads got all the intercoastal water business it would 
not be “a drop in the bucket.” He compared the intercoastal 
tonnage with the total tonnage of all the railroads in this con- 
nection. 

Rail Employes Approve Bill 


Representatives of railroad brotherhood employes of the 
Southern Pacific in Nevada and Arizona appeared on the after- 
noons of Thursday and Friday in opposition to the Pittman bill 
Their position was that the Southern Pacific should be per- 
mitted to compete with the boat lines for business. They 
asserted that many of their members were out of work and 
that increased business for the railroad meant work for them. 

Senator Pittman said this was the first time, to his 
knowledge, that railroad brotherhood employes of the inter- 
mountain country had appeared in opposition to a measure 
such as his. The spokesmen for the employes said a represen- 
tative of the Southern Pacific had explained the situation to 
them and that, thereafter, they had gone on record against the 
bill. 

Senator Pittman asked A. L. Cross, of Sparks, Nev., of the 
Brotherhood of Railroad Trainmen, what he would think if 
the information given the men by the railroad representative 
was not true. Cross replied that the men would feel that they 
were being used as pawns. Senator Pittman, by his questions, 
indicated that he held the opinion that, even if the railroads 
obtained half of the traffic moving through the Panama Canal, 
the result would not be more work for the brotherhood employes. 
the witnesses adhered to their position that, if the railroad could 
get more business, things would be better for them than they 
were. 

H. M. Remington, of the San Francisco Chamber of Com- 
merce, appearing for his and other chambers of commerce and 
large organizations of California shippers, opposed the bill. 
His position was that both rail and water transportation should 
be fostered and preserved in full vigor as provided in section 
500 of the transportation act. He believed the railroads should 
be permitted to compete with the intercoastal boat lines. If the 
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railroads could share in the intercoastal traffic, said he, they 
would be in better position to give adequate service at reason: 
able rates. 


CONSOLIDATION OF RAILROADS 


Regional consolidations to the end that the railroads of the 
United States may be compressed into fifteen or twenty systems 
are opposed by J. D. Shatford, chairman of the Railroad Owners’ 
Association, of Washington, D. C., in a communication sent to 
members of Congress. 

Transcontinental and Gulf-to-Canada systems are preferred 
by Mr. Shatford, who also urges repeal of the Panama Canal act 
forbidding railroad ownership of ships in the intercoastal trade. 
The transportation systems of the United States should be en- 
abled, as are the Canadian systems, to enter into all forms of 
transportation, according to him. 

“If we view the past as an example of what the future may 
bring forth,” said he in his communication, “and I believe we 
are justified in doing so, I think we had best dismiss regional 
consolidations from our minds. I can see no actual benefit to 
the public if such became a fact. As matters now stand, the 
morale of officials, clerks, and laborers, is very adversely affected. 
If, however, we are to have a knitting of the lines, such systems 
should be transcontinental and from Canada to the Gulf. We are 
now secondary to our Canadian neighbors, who have set us an 
excellent example of what transportation systems ought to be. 
As we view the operations of the Canadian Pacific and the 
Canadian National, and in addition to their transcontinental 
railroads a world-wide steamship service, and also a world-wide 
hotel service, the excellent management and the fine results pro- 
duced, we wonder that we have not long since had transcon- 
tinental systems in this country. 


“There are those who argue that we should form regional 
consolidations at first, and then follow them later by transcon- 
tinental and Canada to the Gulf systems. There are many ob- 
jections to such a procedure. With this suggestion I am not 
in harmony. We should do the job at once, if we do it at all. 
Regional consolidations would not provide any diversification of 
traffic; no change whatever in this direction would be derived 
by such a knitting of the properties. But, by transcontinental 
consolidations and those from Canada to the Gulf, we would have 
diversification, and agriculture would have some opportunity to 
better its condition when managements, because of probable in- 
creased earnings, and freedom from the vicissitudes of prac- 
tically one class traffic, could see their way clear to extend such 
benefits. It seems to me that continuing proposals and dis- 
cussions in the future, as in the past ten years, will result only 
in a waste of time by legislators and the Interstate Commerce 
Commission, and with great additional expense to the carriers, 
which the public ultimately must pay. While there may be effective 
in the dim future a regional consolidation or so, I am satisfied 
the results would be greatly disappointing to the public. I 
quote from a letter written by me on January 7, last, to a 
New York gentleman interested in regional consolidations from 


the viewpoint of an owner of short lines, which will convey our 
views: 


I can see no benefit whatever, in view of the excellent functioning 
of the railroads at the present time, in regional consolidations. I 
can see, however, where, if such knitting of the lines should become 
: ns the parent system would prejudice the position of its stock- 
olders. 


It is becoming increasingly evident that the desire for such con- 
solidations is losing its flavor as the situation is studied and under- 
stood by those who were formerly advocates of such propositions. 
I can realize where those engaged in promotion will benefit largely, 
but at the expense of the stockholders and the public. It would be 
my suggestion that, in view of the fine service now being given 
and the excellent management of our properties, they continue as 
they are, permitting the management from time to time to add to 
the systems that which experience might dictate as a necessary 
addition in the interest of the stockholders, as well as the public. 


“I am convinced the only proper method of procedure in 
the way of regional consolidaiions is to permit experience to 
dictate what would be best for the stockholders, and also for 
the public, by adding, from time to time, companies that could be 
considered essential to a more economical and efficient opera- 
tion of the parent company; in fact, in the same manner in 
which the Pennsylvania and the New York Central have been 
built up. Under existing conditions I do not believe that any 
of us will live to see regional consolidations, to any extent, be- 
come a fact, and I do not believe that consolidations fitting the 
spirit of the times can be handed down by the Interstate Com- 
merce Commission or by views emanating from a congressional 
committee room. It is only by careful, studied, and planned 
mergers, shaped step by step, in the light of a lifetime of ex- 
perience, that can successfully solve the transportation problem, 
either as a whole, or as it may apply to communities pressed 
with such problems. I would respectfully urge you to give 
thought to the suggestions I have submitted, for if we are to 
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have consolidations we must enlarge our vision, an 
lines into the most useful form of transportation.” 


HALT IN CONSOLIDATIONS 


The Trafic World Washington Buregy 


In consenting to have their votes recorded ag ip favor of 
reporting the Couzens resolution on railroad Consolidation 
Senators Wagner, of New York, and Pittman, of Nevada did 
so with reservations as to subdivision C of the resolution for 
bidding approval of the Commission of consolidations or unis. 
cations that, except for the Commission’s approval, Would be 
prohibited by the anti-trust laws. 


“Subdivision C, which makes the anti-trust laws applicabje 
to railroad consolidations, contravenes the policy of Congress 
as laid down in the transportation act,” said Senator Wagner 
in a letter to Chairman Couzens. “My present understanding 
of the meaning, effect, and purpose of this subdivision persuades 
me to oppose it. I shall nevertheless give it my further stuqy 
and reflection. With the reservation, therefore, that I may in 
the Senate advocate the amendment or elimination of gubgj. 
vision C, I authorize you to count my vote in favor of reporting 
the resolution to the Senate.” 


Senator Pittman said he had not arrived at an opinion as 
to the effect of the possible construction that might be placed 
on the paragraph and therefore reserved the right on the floor 
of the Senate to offer an amendment to modify the section or 
to strike it out and substitute therefor a new section. 

The report on the resolution and the resolution as reported 
show that further revisions were made in the text of the res. 
olution after the committee originally voted 6 to 6 on it May 2. 
After the vote on that day the text of the revised resolution 
was made public. The text was published in The Traffic World 
of May 10, p. 1242. The text of the resolution as it is now 
before the Senate follows: 


d knit the 


That the authority of the Interstate Commerce Commission un- 
der existing law to approve and authorize any consolidation of rail- 
road properties or any acquisition of control by one carrier by rail- 
road of any other such carrier or carriers is hereby suspended until 
March 4, 1931, except in so far as such authority can and shall be 
exercised in conformity with the following requirements: 

(a) The Commission is specifically authorized and directed to pre- 
scribe in its order approving and authorizing any consolidation or 
asquisition of control such terms and conditions as may be found 
necessary to prevent the dismissal, layoff or demotion of employes, 
and/or uncompensated losses of rights, privileges, and conditions of 
employment, resulting from the anticipation or consummation of such 
consolidation or acquisition of control; and/or to compensate em- 
ployes for all losses and expenses sustained by them (including losses 
and expenses sustained through change of residence, or disposition 
of home) as a result of the anticipation or consummation of such 
consolidation or acquisition of control, to the extent that the Com- 
mission determines that such losses result from the consolidation 
or acquisition of control and not from other economic factors. The 
term ‘‘employe’’ as used herein means a person defined as an em- 
ploye in the railway labor act. ; 

(b) The Commission is further specifically authorized to make 
it a condition of any consolidation or acquisition of control that exist- 
ing through routes and channels of trade and commerce shall be 
maintained, and also to require as a condition precedent to its 
approval and authorization of such consolidation or acquisition of 
control that the applicant or applicants shall make a binding offer, 
upon such terms as the Commission shall prescribe, to acquire con- 
trol of, or to consolidate or merge with, or to purchase the properties 
of any other carrier or carriers by railroad, not included within the 
application, which are assigned to the same system with applicant or 
applicants in the Commission’s plan of consolidation. In the event 
of such a condition precedent, the Commission is also authorized in 
its discretion to approve and authorize the acquisition of control or 
consolidation or merger or purchase specified in such condition pre- 
cedent with or without other proceedings under this section. 

(c) The Commission shall not approve or authorize any such 
consolidation or acquisition of control where, except for such ap- 
proval and authorization, said consolidation or acquisition of contro! 
would be in violation of any of the antitrust laws as designated in 
section 1 of the act entitled “An act to supplement existing laws 
against unlawful restraints and monopolies, and for other —_, 
approved October 15, 1914: Provided, That nothing herein contaiae, 
shall prevent the approval and authorization by the Commission 0 
any acquisition or control of railroad properties required as a COon- 
dition to any acquisition of control or consolidation heretofore or 
hereafter approved and authorized by the Commission. Be it further 

Resolved, That any consolidation or unification, or common con- 
trol, or any exercise of common control, if carriers by railroad nf 
gaged in interstate commerce, or the properties thereof, however 
accomplished, whether directly or indirectly, through a holding el 
pany or holding companies, by a voting trust, or in any other ~ aoe 
whatsoever, and which the Commission is not empowered to approv' 
and authorize, or which the Commission, if empowered, has not ap 
proved and authorized, is hereby declared unlawful and may oe 
enjoined by any court of competent jurisdiction at the suit opody 
United States, the Commission, any commission or regulating ided 
of any state or states affected, or any party in interest: hat 
That the provisions of this paragraph shall apply only to ye 
tions, unifications, and common control effected or exercised su 
quent to February 28, 1920. Be it further horized 

Resolved, That the Commission is hereby directed and aut ~¢ “ 
to execute and to enforce the provisions of this resolution in 
same manner and to the same extent as though they were 
into the interstate commerce act. 


Senator Hawes had published in the Congressional org ‘4 
list of existing short line railroads, by states, and a letter 
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Jr., of the American Short Line Railroad Associa- 


so oe. tment of the Couzens resolution as reported 


to the Senate. 


CONSOLIDATIONS AND EMPLOYES 


The Trafic World Washington Bureau 


he revised Hawes bill (S. 4205), designed to protect the 
interests of railroad employes in railroad unifications or con- 
dations as favorably reported to the Senate by the interstate 
§ ’ 


commerce committee, follows: 


T 


i 5 of the interstate commerce act, as amended, is) 
\ bg Bonne ory by inserting between paragraphs (6) and (7) thereof 
ee following new paragraph: 
(6a) In any hearing upon an application under paragraph (2) for 
authority to acquire control or under paragraph (6) for authority to 
= lidate, employes of any carrier involved in such acquisition of 
wore of consolidation, or representatives of such employes, may 
pore and be heard, and the Commission is specifically directed 
a scribe, in any order which it may enter approving and authoriz- 
in Pooch acquisition of control or consolidation, such terms and con- 
- =“ as it may find necessary or desirable, as a result of such hear- 
og protect such employes against uncompensated injury result- 
ing. from such acquisition of control or consolidation. 


“The bill,” said the committee report, is in the nature of 
an amendment to the interstate commerce act and directs the 
interstate Commerce Commission to consider the element of 
damage to or loss of seniority or employment by railroad em- 
ployes resulting from consolidation of carriers. 

“At the hearings before your committee on Senate Joint Res- 
lution 161 by Senator Couzens, relating to consolidation of 
railroads under the present interstate commerce act, it devel- 
oped that the Interstate Coommerce Commission is uncertain 
4s to its authority to consider and act upon the status of em- 
ployes or the effect of such consolidations upon employes, and 
io make a decision on such questions a condition precedent to 
railroad consolidations. 

“The bill is intended to remove that uncertainty and spe- 
cifically directs the Commission to protect the interests of 
employes in all consolidations. 

“The Commission, by this bill, is given power to preserve 
seniority, prevent loss of employment by old employes, and to 
prescribe in any order which it may enter approving any 
acquisition of control or consolidation, such terms and conditions 
as it may find necessary or desirable to protect such employes 
against uncompensated injury resulting from such acquisition of 
control or consolidation. 

“As there are a number of applications for acquisition of 
control or consolidation pending before the Commission, the 
uncertainty should be removed and this amendment to the 
interstate commerce act should be adopted.” 

When the Hawes bill was reached in the Senate on a call 
of the calendar May 12, Senator Hawes said that, in his opinion, 
there was no possibility of the Couzens rail resolution, also 
containing a provision for the protection of employes in con- 
solidations or unifications of railroads, passing. He said only 
six members of the interstate commerce committee approved 
the Couzens resolution fully. He said that his bill, as reported, 
was written by Commissioner Eastman, who had been asked 
to submit suggestions. He contended that “the whole force 
of the demand” for the Couzens resolution came from labor 
and that his bill contained “the heart of the thing.” 

Senator Couzens, chairman of the interstate commerce com- 
mittee, however, objected to consideration of the measure. He 
said he desired to offer an amendment providing for the pro- 
tection of employes in anticipation of consolidations that the 
Hawes bill did not cover, but that he did not have the amend- 
_— prepared. The bill was “passed over” for consideration 
ater, 


HIGHWAY CONSTRUCTION 


Contracts for highway construction awarded in the first 
quarter of 1930 reveal a substantial increase over the number 
awarded in the corresponding period last year, according to 
‘ports to Secretary of Commerce R. P. Lamont. Figures cov- 
‘ring almost 75 per cent of the country show contracts awarded 
i the first quarter this year valued at $114,101,383 against 
90,910,133 for the corresponding period last year. 

_ “The great increase in early season highway construction 
8 4 matter of considerable national importance in the opinion 
of Secretary Lamont,” said the Department of Commerce. 
Improved highways represent a material contribution to the 
stabilization of business conditions of the present and the 
future, and the large volume of early awards may be especially 
‘gnificant in connection with the problem of spreading em- 
ployment throughout the year. In addition to facilitating the 
distribution of the innumerable products of the farms and fac- 
lories when completed, highway construction operations under 
¥ay involve the use of millions of tons of material drawn from 


PAGE 1317 





widely separated sources and they provide employment both 
directly and indirectly over broader areas than any other type 
of public work. It is estimated that nearly 50 cents of each 
dollar spent for highway building and maintenance is paid for 
the labor involved.” 


MOTOR TRANSPORT INQUIRY 


The Trafic World Washington Bureau 


The Commission, in No. 23400, coordination of motor trans- 
portation, has entered on an investigation into and concerning 
the general matter of coordination of motor transportation of 
passengers and property in connection or in competition with 
common carriers by rail, water, or rail and water, subject to 
the interstate commerce act. Recommendations may be made 
to Congress respecting such legislation as may be necessary or 
desirable in the public interest to accomplish further or more 
efficient coordination of motor transportation. 

The investigation by the Commission into coordination of 
motor transportation will enable it to develop facts about the 
relation of the motor vehicle to the railroad in the transporta- 
tion of persons and property. A number of situations have 
developed in the last year or so with respect to operation of 
the motor vehicle and the railroad, such as transfer of pas- 
sengers in New York City, the competition of trucks with rail- 
roads serving Seattle, Portland and Tacoma, the recent pro- 
posal, later withdrawn, of the Baltimore & Ohio to make rail 
coach fares in competition with busses, the making of through 
routes between the railroad and bus line by the Pennsylvania, 
and the complaint against the Union Pacific’s acquisition of 
a bus line. It is understood a feeling has developed among 
the commissioners that it should institute an investigation so 
that it would have definite information as to the scope of the 
activities will be covered by the inquiry. The order of the 
Commission follows: 


It appearing, That various matters growing out of the co- 
ordination of transportation of passengers and property in com- 
merce by motor vehicles on the public highways by or in connec- 
tion or in competition with common carriers subject to the inter- 
state commerce act, hereinafter called respondents, are being pre- 
sented to this Commission for its consideration as to the legality 
and propriety thereof; and 

Whereas, this Commission is authorized and required to execute 
and enforce the provisions of the interstate commerce act and to 
report to the Congress such information and data collected by it as 
may be considered of value in the determination of questions con- 
nected with the regulation of commerce, together with such recom- 
mendations as to additional legislation relating thereto as it may 
deem necessary; 

And Whereas, for the more effectual carrying out of said duties 
this Commission is authorized to inquire into the management of 
the business of respondents and is directed to keep itself informed 
as to the manner and method in which the same is conducted; 

It is ordered, That the Commission, upon its own motion, enter 
upon an investigation into and concerning the general matter of co- 
ordination of motor transportation of passengers and property on the 
public highways by or in connection or in competition with respond- 
ents, whether such motor transportation is performed by respondents 
directly or indirectly or through subsidiary or affiliated companies,* 
or through control in any manner in whole or in part, or by other 
operators of motor vehicles, such investigation to include an in- 
quiry into: The arrangements under which such motor transporta- 
tion is performed by or in connection or in competition with respond- 
ents, and the legality and propriety thereof; the corporate organiza- 
tion, and financial and business relationship existing between respond- 
ents and corporations or the stockholders thereof engaged in motor 
transportation of passengers or property by or in connection or 
in competition with respondents; the extent to which the property 
of respondents or the time of employes thereof is devoted to motor- 
vehicle operations to supplement, replace, or curtail the rail, water, 
or rail-and-water operations of respondents, or as feeders or distribut- 
ing agencies thereof; the rates, fares and charges, whether local, 
proportional, or joint, the schedules thereof, and the manner of filing 
and publishing the same; the extent and effect of motor-vehicle com- 
petition upon the traffic and revenues of respondents; the manner 
in which accounts of revenues and expenses of such motor-vehicle 
operations are kept; whether the revenues from such motor-vehicle 
operations are compensatory for the cost thereof; and such other 
matters as may be relevant to a full and complete investigation into 
the co-ordination of motor transportation; with a view to making 
such findings and taking such appropriate action as the facts developed 
by such investigation may warrant, and for the purpose of making 
such recommendations to Congress respecting such legislation as 
may be necessary or desirable in the public interest to accomplish 
further or more efficient co-ordination of motor transportation; 

It is further ordered, That all common carriers by rail, water, 
or rail and water, subject to the interstate commerce act, be, and 
they are hereby, made respondents to this proceeding; that a copy 
of this order be served upon each of said respondents; and that 
notice to the public be given by posting a copy hereof in the office 
of the secretary of the Commission; 

And it is further ordered, That this proceeding be assigned for 
hearing at such times and places as the Commission may hereafter 
direct. 


*The term “affiliated companies’ as used herein is defined under 
Account 706 ‘Investments in Affiliated Companies” in the Interstate 
Commerce Commission’s classification of balance sheet accounts. 


REPARATION BY LEGISLATION 


The Senate has passed S. 3088, a bill authorizing the Secre- 
tary of the Treasury to pay to R. B. Miller $2,500 in settlement 
of all claims or demands against the government on account 











PAGE 1318 


of shipment of 75 carloads of manganese ore shipped over the 
Norfolk & Western from Suter, Va., and other Virginia points, 
to Reading, Pa., and other points, in the period of federal control, 
“which said amount was in excess of the regular freight rates 
published and allowed by law.” 

The bill as introduced provided for payment of $9,407.54 
to Miller. The amount was reduced to $2,500 by the committee 
on claims. Senator Howell, of Nebraska, explained that Assist- 
ant Director-General Andrews, of the Railroad Administration, 
had said in a letter to Senator Waterman, of Colorado, that he 
thought most probably had Mr. Miller seasonably filed his claim 
on shipments to Reading with the Commission within the period 
prescribed in the transportation act, 1920, “it would have re- 
sulted in an award by the Commission to Mr. Miller in the 
approximate sum of $2,400 as reparation, but not as an over- 
charge.” 

The claims committee reported that Mr. Miller had agreed 
to accept the sum of $2,500 in full and final settlement of the 
claims involved. The bill, entitled “A bill for the relief of 
R. B. Miller,” was transmitted to the House for consideration. 


LEGISLATIVE SITUATION 


The Trafic World Washington Bureau 


By taking the motor bus regulation bill off its legislative 
program for the remainder of the present session of Congress 
and putting the Couzens resolution for halting consolidations 
of railroads on the program, the Republican committee on order 
of business of the Senate, otherwise known as the Republican 
steering committee, precipitated long discussion in the Senate 
as to both measures and as to the authority of the steering 
committee. 

Senator Hawes, of Missouri, started the discussion by assert- 
ing that the steering committee had put the Couzens rail reso- 
lution on the program before it had been reported to the Senate 
and also that the resolution was not approved by a majority 
of the members of the Senate interstate commerce committee. 

Explanation was made by Senator Vandenberg, of Michigan, 
of the steering committee, that the function of that committee 
was purely advisory and that the order of business was entirely 
in control of the Senate. He said the bus bill was taken off 
the program because it had developed that it was the subject 
of a major controversy that might extend to such a degree 
that there could be no hope of settlement in the few remaining 
weeks of the session. 

Remarking that one of the troubles with the “daily sheet” 
of the steering committee—the program—seemed to be that it 
changed from day to day, Senator Barkley, of Kentucky, said 
the bus bill was rushed through the 4nterstate commerce com- 
mittee without hearings, reported, placed on the preferred list 
of bills and then taken off the program. 

Senator Hawes asked that his bill designed to protect labor 
in railroad consolidations be placed on the preferred list and 
Senator Vandenberg said the senator could appear at the next 
meeting of the steering committee. 


Why Bus Bill Was Dropped 


Senator Couzens, chairman of the interstate commerce com- 
mittee, said the bus bill was put on the preferred list before 
the minority report on the bill was filed. After the minority 
report was filed, said he, it developed that the opposition to the 
provision requiring certificates of public convenience and ne- 
cessity for operation of interstate bus lines would be decidedly 
vigorous. 

“In fact,” said he, “some of the minority members said 
there would be no bus bill passed if their view of the matter 
was not adopted (eliminate requirement for certificates) because 
it was of such public importance that there should be no cer- 
tificate of convenience and necessity for busses. That raised a 
serious controversial question.” 

Senator Barkley said that the state commissions had been 
urging passage of a bus regulation bill for the last five years 
and he did not think the opposition to one part of the bill 
“ought to frighten the steering committee or the Senate itself 
in abandoning consideration of an important piece of legislation 
because it may be controversial in nature.” The senator pointed 
out that if the bus bill went over to the short session next 
December the chances for action on such a measure in that 
session would not be favorable. 

Additional light on the action of the steering committee 
with respect to the bus bill was thrown by Senator Couzens 
when he said he had told Senators McNary and Vandenberg, of 
the steering committee, “that the bus people and the railroads, 
who were the prime movers in getting the legislation through 
the House, had apparently lost interest in it after it was re- 
ported out by the Senate committee with the amendments. 

“T hardly think that is an accurate statement,” said Sen- 
ator Barkley. 
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“I mean that the situation appealed to me in that way,” 
Senator Couzens. , 

Senator Barkley said he had just received from his state 
urgent request that the bus bill be not dropped. = 

“I want to call attention to the fact that the neeg of pro- 


Said 


tection in this country as to railroad consolidation is far mo 

important and far greater than the need of a few interstate 
bus lines being controlled,” said Senator Dill, who fileq the 
minority report assailing the certificate requirement of the ve 
bill, adding that the rail resolution was the most important sub. 
ject that could come up for action immediately. 

Senator Couzens then assumed complete responsibility fo, 
displacing the bus bill because of his remarks to the members 
of the steering committee that the measure had become highly 
controversial. y 

Senator Barkley thought the Senate should pass on the ques. 
tion of whether a certificate of public convenience and necessity 
for bus operation should be required. Senator Couzens agreed 
with that, and added he personally had not recommended that 
the bus bill be dropped, but that it be put at the bottom of 
the list of preferred bills. 

Senator Bratton, of New Mexico, urged that the bus pil 
be restored to preferred status. od 

The point was emphasized by Senator Swanson, of Vir 
that a senator could make a motion to have a certain bill taken 
up and that the steering committee’s program was in the nature 
only of a recommendation. He said he understood a motion 
would be made to consider the bus bill if it could not be brought 
up otherwise. 


Halt in Consolidation 


Discussion then turned to the Couzens rail resolution. 
Senator Couzens said there had been a widespread demand that 
Congress halt certain kinds of consolidations, that there had 
been an almost universal demand that something be done to 
stop the holding company, and that there was no objection to the 
interest of labor being protected in consolidations. He said 
he had recommended that the measure be considered at this 
session so that the Senate could pass on the issues involved, 

Senator Hawes, who has been fighting the Couzens resgolu- 
tion, said what he was complaining of was that prior to the 
action of the interstate commerce committee, “when the chair. 
man of the committee could not even make a majority report, 
this measure was given a place upon this calendar.” He as 
serted there was only one subject as to which the interstate 
commerce committee was in absolute agreement, and that was 
the protection of union labor and labor of all kinds when con- 
solidations were brought about. He said he was opposed to 
changing the law by resolution as proposed. 

Senator Couzens said there was no objection to the holding 
company provision in the resolution, but Senator Hawes said 
there was objection to dealing with the matter by resolution 
instead of by an act. 

Urging that the resolution be acted on at this session, 
Senator Wheeler attacked the Great Northern-Northern Pacific 
unification decision of the Commission. 

“I wonder whether the senator does not think it significant 
that all through the hearings during the pendency of this res 
olution before the committee no shipper on a railroad appeared 
in protest against the resolution,” interjected Senator Couzens. 


Senator Wheeler replied that not only had no shipper pro- 
tested against it, but that he had received telegrams from 
chambers of commerce, shippers and others protesting against 
the Great Northern-Northern Pacific unification. 


Senator Wheeler and Senator Hawes agreed that a majority 
of the Senate interstate commerce committee “were absolutely 
opposed to the consolidation of the Northern Pacific and the 
Great Northern.” 

Friends of the bus bill regarded the discussion in a favor- 
able light. They took the position that it brought the bill prom: 
nently before the Senate in such a way that its chance of being 
considered at this session had been increased. They contended 
that the Couzens rail resolution was far more “controversial 
than the bus bill and that it had not been favorably reported, 
while the bus bill had. 


Senator Vandenberg, May 13, put in the Congressional 
Record appeals from R. H. McAdams, chairman of the Railroad 
Commission of South Carolina; the Alabama Public Service 
Commission by Hugh White, president, and Commissioners ». 
F. Lee and Frank P. Morgan; and the Board of Railroad Com 
missioners of Montana, by Lee Dennis, chairman, for action at 
this session on the bus regulation bill. 

Senator Vandenberg said he presented the appeals “as it 
dicating the widespread national interest in the passage % 
motor-bus legislation at the present session.’ 

“The issue should come to the floor of the Senate before 
this session adjourns,” said he. 
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Another Chapter in Container History 


Wirebound Box a Typical Product of the Age of Specialization—Industry Sales Approximate 
$14,000,000 Annually—Association Planning a Major Offensive—Use of Wire in Ship- 
ping Containers Provides Economies—Specifications for “Average” Commodity 


that between 

seventy-five and 
ninety per cent of the 
total cost of moving 
goods from the place of 
production to the final 
consumer is taken up in 
the packing and con- 
tainer and storage and 
handling costs, the re- 
mainder being the cost 
of moving them on the 
rails,” says the recent 
annual report of the 
Freight Container Bu- 
reau of the American 
Railway Association. 
The physical job of pre- 
paring shipments and 
the attention given to 
the dress they wear 
when turned over to the 
carriers is receiving an 


T' has been stated 


increasing amount of attention at the hands of specialists, 


By HoMER H. SHANNON 


TOTAL TENSILE STRENGTH OF N+2 WIRES AT TWIST-LBS. 





Graph of wood-thickness and wire formula. 


sich as would not have been dreamed of as either desir- of doing things. 
able or practical a few years ago. But if the statement Hazlewood, a past president of the American Bankers’ 


with which this article started only approximates 


the truth, still 
greater attention 
would seem to 
be called for. 


As to the duty 

of the traffic 
manager in the 
matter, the re- 
port of the con- 
tainer bureau 
had the follow- 
ing to say: 


A traffic depart- 
ment which sets 
itself the task of 
being a distributor 
of its company’s 
g00ds, as an aid 
to its purchasing 
department both 
for goods as well 
a for containers 
and packing ma- 
terials, assists its 
backing and ship- 
bing department 
and studies its 
tafie problems 
from the point of 
view of reducing 
Its costs, speeding 
up handling and 
Obtaining better 


and more secure Display of wirebound boxes used by a shipper of sea foods, illustrating some of the odd 


loading, is doing 





shapes to which the box is adaptable. 


far more than that traffic 
department which consid- 
ers its business to be that 
of an orderer of cars, a 
recorder of freight, a 
checker of freight charges, 
a lower rate getter, and a 
claim collector. We feel 
that the tendency of most 
shippers is to err on the 
part of safety of the goods 
even at some little increase 
of the costs. There is a 
happy balance between the 
two, but it is difficult to 
say definitely where this 
balance is for all goods and 
under all conditions. 


Along with changes 
now in progress in the 
adjustment between 
various types of car- 
riers, there have been 
many changes in all 
phases of transporta- 
tion practices and traf- 
fic in recent years. One 


of the most important has to do with the collective way 
On that point, not long ago, Craig B. 


Association, had the following to say in an address 


before the Mid- 
west Shippers’ 
Advisory Board: 
We in this coun- 
try have come out 
of a past in which 
individualism has 
been the dominant 
keynote, in which 
each one has 
shifted for himself, 
has been suspicious 
of his competitor, 
and close-mouthed 
about the news 
and the plans of 
his own business. 
But the truth is 
that that period of 
extreme individual- 
ism is now history. 
We have conquered 
the whole vast ex- 
panse of this coun- 
try. We have built 
business institu- 
tions to the limit 
of any one man’s 
intellectual and ex- 
ecutive p.owers. 
What we do to 
make this country 
greater in the next 
twenty-five years 
must be by way of 
coordination, and 
in that direction 
lie unmeasured em- 
pires to conquer. 
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Wheels are the basis of rail- 
roading—the very emblem 
of rail transportation and 
yet there are few who real- 
ize how very busy the wheels 
of a railroad can be. 


The breadth of the nation 
may lie between us and the 
source of our manufactured 
needs. The fresh fruit on 
our dinner table may have 
been grown thousands of 
miles away. Our homes are 
built of materials from a 
dozen states. 


ERIE RAILR} 


Route of 
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No longer are we citizens 
of a community, but citizens 
of the world, and largely 
railroad wheels have 
wrought the change. 


The Erie Railroad is keep- 
ing faith with its shippers. 
Legions of men toil day and 
night that Erie’s wheels 
may be kept turning to the 
rhythm that maintains 
schedules. It is a big job, 
but the Heavy Duty Rail- 
road knows how to perform 
it and has done so for a hun- 
dred years. 


AD. SYSTEM 


le Limited 
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Manufacturers of wirebound boxes, with 
a product typical of this age of specializa- 
tion, seem to take naturally to that sort of 
collective action and, from recent announce- 
ments, are out to conquer at least some 
portion of one of those empires that make 
up the business world. 


Trade Extension Program 


At a general meeting of the Wirebound 
Box Manufacturers’ Association in Chicago 
last July, machinery was set in motion for an 
intensive trade extension program designed 
to prepare the ground for an advertising 
campaign later. A substantial assessment on 
the membership was voted, and since then 
the industry has demonstrated that it is ca- 
pable of a high degree of coordinated effort. 
If its plans reach their final consummation 
in the same smooth-running order that has 
marked the “preparatory” stages of the 
program outlined at that meeting, it will 
effectively counter any charge of being 
“close-mouthed” that, according to Mr. Hazle- 
wood, formerly characterized business. 

In its initial stages, the program of the 
association is not so much to focus the 
attention of the world on its product as to 
prepare the industry for that attention. 
“The most outstanding shortcoming of in- 
stitutional advertising campaigns conducted 
by many groups of manufacturers has been 
the inability of a proportion of the trade to 
render the type of service or deliver the 
quality of product promised in the adver- 
tising,” says Richard M. McClure, secretary- 
treasurer of the association. ‘This situa- 
tion can only be avoided by taking active measures to bring courses has been the presentation of a three-act play, “On the 
manufacturing methods in line with standards set up for the Firing Line,” written for that purpose. On each occasion the 
industry as a whole.” classes have been attended by approximately fifty industry 

In pursuit of that end, inspection committees are active to employes. 
see that only boxes coming up to the rather exacting specifica- Other accomplishments in the “get ready to advertise can- 
tions that have been drawn are turned out by the factories of paign include establishment of a department for box-testing and 
the members, and in the last year four “sales training courses” crate design, with a well equipped laboratory headed by 1m 
have been held, three at the association’s headquarters at Chi- tionally known package engineers, and the conduct of a nation 
cago and one in the east. Methods of laboratory testing and wide investigation of markets. 
scientific principles of container designing have been emphasized The association has a membership of thirty-eight manufac 
at these meetings and every effort extended to bring the morale turers. In numbers it is small, as trade associations go, but, 
of the men to a high level. A unique feature of the two-day partially because of that and the specialized nature of its proé- 

uct, it is powerful within the industry. Its 
membership represents approximately % 
per cent of the production of wirebound 
boxes. Meetings are held several times a 
year, usually at intervals of about 90 days, 
and the attendance is ordinarily about 
per cent of the membership. No action is 
taken without full discussion of the entire 
membership and the approval of the mé 
jority acting as a committee of the whole. 
The size and compactness of the organiza 
tion admit of a true republican form of 
government. 


Adversity as the Mother 


Though the reason given for the orig: 
nal formation of the association, in Febrt 
ary, 1923, and for the present campaign, 
that the wood box, of which rather larg 
family the wirebound box must be regarded 
as a member, was not having such “easy 
sailing,” the 1929 sales of the associatlol 
members represented an increase of near’) 
12 per cent over those of 1928. A still be 
ter showing is expected this year, with “ 
results of the trade extension program a! 
advertising campaign helping. d 

The present generation of pagar 
boxes represents the result of nearly 4 hat 
century of breeding on the theory that, 
the basis of strength, wood costs mort 
than wire.” It is an effort to — 
light, strong, metal bindings for oo 
more cumbersome quantities of wood. on 
petitive forces have wrought great -_ 
in the wood box, in all its forms, since - 
first of the century, and the wireboun the 


, 0 
The packing line in a battery plant. The workman on this side of the conveyor is closing Simply represents a special due 0 
the boxes by joining and twisting the wires. results that have been achieveé, 


Casing an ironing machine for its railroad trip between producer and distributor. 








increasing necessity to give attention to freight costs, expense 
a mW materials, and other factors touching the shipper’s 
Poe liest recorded efforts to substitute wire bindings for 
on of the wood going into standard wooden containers, 
attempt 2 paradox, began before there was such a thing as 
of ard wooden box for shipping purposes. A number of 
id rs attempted to perfect machines that would be com- 
adaptable for manufacture of such containers as far 
- hyek as 1888, but they were without success until 1904, when 
: G. Inwood and Perry C, Lavenberg invented what was 
the “Inwood and Lavenberg box.” It was commercially 
ul from the start, having appeared on the market al- 
coincidentally with the first commercial production of 
" fher shipping containers. The Inwood and Lavenberg box was 
- egnstructed of cleats, thin boards, staples, and binding wire, 
as are the present boxes. Of at least curious interest is 
fact that all wirebound boxes are now manufactured on 
might be termed a royalty basis, the machines for their 
manufacture being patented. 
The construction of wirebound boxes began at a factory at 
Bend, Ind., in 1904, and that factory was followed, in 
195, by others at Indianapolis and Cincinnati. From that the 
n has spread over the country so that today there are 
factories all the way from New Hampshire to California, and, 
jn the absence of any adequate embargo, the disease has gone 
jeyond the borders of this country to Canada, Cuba, England, 
, Germany, Australia, and other countries. 
Substitution of wire for wood on the Lavenberg-Inwood 
ple in the early stages of the industry, eliminated about 
methird of the wood of the current nailed wooden box, but 
intensive research along the lines of dalanced containers and 
in other directions has reduced the quantity of wood in a “4-one” 
wirebound box to about three-eighths of that in the old nailed 
wooden box. And it is by no means certain that all progress 
must be regarded as in the past. 


What It Is 


Perhaps it is unnecessary to give a definition of the “wire- 
bound box,” but as the U. S.-Department of Commerce, in a 


F No. v4] 































stributor, 






’, “On the 
pasion the 





- Andustry bulletin on its nature and use; published in 1927, has given 
rise con something of the sort, it may as well be repeated here: | 
Sting and The wirebound box is unique in many of its construction details. 
od by na In its simplest form it uses four factors of construction—cleats, thin 
tion- lumber, binding wires and staples—and provides a non-rigid, con- 
&@ nation tainer, In a more elaborate form it uses also intermediate rows of 
cleats, or battens, or liners, or.Teinforced nails, or all of them,. and 
manufac. provides a rigid container. ‘ ; 
3 go, but, Without sacrificing = of its major characteristics, it may be 
: 50, rectangular in shape, or triangular, hexagonal, or octagonal. Varying 
' its prod- any of the factors of construction not only affects the strength 
istry. Its values of the container but also influences the measure of protection 
ately 98 afforded the contents. 
y The adaptability of the wirebound container to the varying needs 
or of the shipping public is the outstanding feature of this construction. 
times a ; 
90 days, The box itself, as turned out from the factories, usually 
about 90 consists of the four or more sides joined by wire bindings 
action is stitched to the individual “blanks,” as they are called, and the 
he entire two ends. They are shipped flat and all that is required. for 
the me assembly is folding of the side sections, application of a few 
he whole. light taps with a mallet to assure that the tongues of one -set 
organiza: of cleats along the edges of the sides fit snugly with those of 
form of alother, and nailing or stapling in the two end pieces. 
: Set up, the simpler form of construction is a packing box 
with a high measure of resilience that absorbs the shock of 
y blows that otherwise might damage the contents. If more 
the origi rigidity is desired, that can be obtained in boxes on which are 
in Febri- set thin boards with intermediate rows of cleats, diminishing 
ing we the flexity of the boards. 
ner - ‘In the wirebound box,” says the Department of Commerce 
_ bulletin, “the species of wood used in the mat and the thick- 
ch sien less Of the lumber are of secondary importance so far as hold- 
s0c ve ing the contents together during transportation is concerned. 
of = be They have their importance, of course, just a$ has every other 
= the detail of construction; but increasing the lumber strength is 
ee tesorted to only after all other means of reinforcing have been 
-< exhausted. The wires are expected to perform the ma- 
i jor function of holding the contents together; the lumber is 
re half more like seathing, to protect the contents in other ways. 
te “on - » In general, the thicker lumber with a lesser wire strength 
ae “rves the purpose no better than the thinner lumber with its 
stitute OUT wire construction.” 
heavier, _ The industry has worked out the following formula, cover- 
d. Com: ug thickness of the side. ind the number and size of wires 
changes 0 be used for shipments of, that non-existent but none-the-less 
ince the Weful abstraction, the “average” commodity: 
und box First. Find the gross weight of the box and contents to be shipped. 
of the mete Weights are Siven Kh - the lower border of the chart—to the 
due Second. Follow the vertical weight line upward until it inter- 
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sects the material-thickness curve of whatever material thickness you 
expect to use. (For some weights you will note it is possible to use 
any of the four common thicknesses used for wire-bound box con- 
struction.) 

Third. Follow to the left the horizontal line from the point of 
intersection indicated above to the point of intersection with the 
diagonal representing the gauge of wire that may be used. (For many 
of the weights you will observe a choice of gauges and the number 
of wires that may be used.) 

Fourth. Then, from this point of intersection, follow the vertical 
line (or lines if more than one) down to the lower margin where you 
will find the number of wires to be used. 

The dimensions of the box must be kept in mind, and also the 
fact that the wires can not be spaced closer than 4% inches to each 
other. This point may prove the determining factor in a given case 
where a greater range of selection is otherwise indicated by the chart. 

Thickness of ends should not be less than that of the material used 
in the sides, top, and bottom. - 


The specifications have been revised somewhat since the 
above was printed, but they remain substantially the same, The 
accompanying chart presents the formula in graphic form. A 
new chart, on the basis of the revised figures, is in course of 
preparation. 

The completed box is closed by pressing the lid-like top 
of the fourth side down over the contents and joining wire ends 
by twisting, for which an appropriate tool is provided. 


Talking Points 


In addition to low weight of the box, its advantages include 
ease of assembly, and adaptability to a large range’ ‘ef com- 
modities. The assembly job is approximately three-fourths com- 
pleted in the factory, but, because of its nature, it can be shipped 
flat, taking up a minimum of room in the freight car or ware- 
house. ‘Products shipped in the wirebound box range all the 
way from apples and asbestos to baby carriages and making 
powder, and then on down the alphabet to forgings, furniture 
polish, etc. Sealing of the box by wire-twistS incorporates the 
principle of metal strapping, protecting the contents from petty 
thefts, and the trunk-like lid makes the contents easily accessi- 
ble, once the wires have been cut. 

The wirebound box, contrasted with the nailed wooden box 
of twenty-five years ago, is a highly evolved product of an age 
of national and international distribution; the boxing habits 
of an “ox cart age” are not appropriate for an “airplane age,” 
according to the literature of the fostering association. It, 
perhaps, is a good thing that the wooden box industry no longer 
has such “easy sailing’ as at one time it had, else the traffic 
manager or other responsible person for container economies 
would be a more hard-pressed individual than he is. 


i é i 
DRY GOODS TRAFFIC:GROUP 

Sessions of the traffic group of the National Retail Dry 
Goods Association in the four days of the eleventh annual meet- 
ing of the latter, held at the Drake Hotel, Chicago, May 12 to 
15, were well attended. Meetings at Which numerous addresses 
on subjects under the head of traffic, receiving and marking 
were presented, were held the first three days, and the morning 
of the fourth day, May 15, visits were made to a number of the 
large department stores of Chicago. The meetings were termed 
among the best held by the group and round-table discussions 
were participated in with apparent interest by all those present. 

As outlined by L. F. Mongeon, traffic manager of the asso- 
ciation, two of the more important subjects included in the 
group’s program for the coming year are studies of transit 
insurance and of the possibility of reductions in weight of ship- 
ping containers and other economies along that line. The in- 
dicated procedure in connection with the latter is that the 
association will supply members with forms on which they are 
to report twice monthly detailed facts as to merchandise re- 
ceived in heavy containers and in light containers, with a view 
to the formulation of recommendations for standard practices 
that will minimize container expense. 

More than 250 questionnaires have already been sent out on 
the question of transit insurance practices of the members, and 
an analysis of the information received through them was. pre- 
sented by John G. Clark, director of insurance of the association. 

E. F. Cosgriff, traffic.manager, W. T. Grant Company, New 
York, was reelected chairman of the group. Directors elected 
at the last annual meeting have another year to serve. 

Addressing the group at the meeting May 14, on the sub- 
ject, “Efficient Traffic, Receiving and Marking—a Necessity to 
Smaller Stores,” R. A. Voltz, of the Wurzburg Dry Goods Com- 
pany, Grand Rapids, Mich., declared that “net profit is essential 
for survival of every retail institution,” and followed that with 
the question: “Then why not begin to protect this profit im- 


mediately upon placing the order for merchandise, instead of 
after the merchandise has reached the selling department?” 

If larger stores find it advantageous to give close attention 
to traffic and allied problems, then it must follow that smaller 
stores would also, he said. The percentage of possible leakage 
was just as great with the small store as with the large one, 
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he insisted. His address was largely devoted to outlining 
procedure followed in his own store, the first step toward a 
reorganization of the practices of which had been to call on 
the traffic group of the national association for a survey. That 
survey had cost less than $200, he said, but it was expected 
that economies resulting would amount to more than $1,500 
annually, on incoming transportation costs alone. 


Use of Air Transport 


“In most cases we have established standard routing for 
incoming shipments based on a maintained record of transit 
time from various points covering the different classes of mer- 
chandise,’” he explained. ‘Within a two-hundred-mile radius, 
where practicable, we use motor truck in preference to rail 
freight on account of faster service and elimination of drayage 
charges. In some cases we use air service. We have at our 
disposal air express service from Milwaukee at the same rate 
as rail expréss, with service to the door, by which service we 
have received shipments in our store within five hours after 
placing the order by long-distance telephone.” 

A practice which, he said, had been found to provide a high 
degree of protection against excessive transportation costs was 
use of standard stickers, giving complete routing and shipping 
instructions with the orders for merchandise. Illustrating that, 
he said the sticker placed on all orders for shipments originat- 
ing in New York read as follows: 


If shipment weighs less than 2 pounds, ship via parcel post in- 
sured. If shipment weighs between two pounds and 50 pounds, de- 
HVGP WO .csccs Packing and Shipping Company. If shipment weighs 
over 50 pounds, ship via freight. Release all express shipments at 
valuation not exceeding $50, as we carry transit insurance. Any 
excess transportation charges caused by violation of these shipping 
instructions will be charged back to you. 


The annual saving effected by his organization by proper 
routing of merchandise, he said, was equivalent to 5 per cent 
of the incoming transportation cost and included a 20 per cent 
reduction in the local drayage rate, a decrease of express ship- 
ments in favor of freight, and a 50 per cent reduction in transit 
insurance cost. 

Use of Parcel Post 


A plea for support of the Post Office Department through 
use of its parcel post and other services was made by Aaron 
W. Watts, director of parcel post, Post Office Department, Wash- 
ington, D. C. He addressed the group on “Parcel Post Service 
and the Retailer,” at a joint session with the store managers’ 
group. 

“A parcel transportation service which handles four billion 
pounds a year, thirteen million pounds each business day, which 
is not an exclusive privilege of cities, towns and villages, but 
which percolates through highways and byways to the most 
remote corners, which makes possible an exchange of com- 
modities having an estimated market value in excess of two 
billion dollars a year at rates which save to shippers or their 
customers $150,000,000 a year in transportation expense, is 
essentially a service of economic importance, and particularly 
such to the retail trade,” he said. 

The question of whether the department is to continue to 
“serve you and your clientele with the same degree of efficiency 
as at present, and at no greater cost,” he declared, “depends 
largely on the support given to the parcel post by the general 
public, and especially by the members of the association which 
you represent.” 

With no material increase in parcel post business in 1929, 
as compared to 1928, there had been an increase of expenses 
allocated to the service of thirteen million dollars, he said. 
That was accounted for as follows: 



























In the fiscal year 1929 the post office department paid to the 
steam railroad companies of the United States approximately 17% 
millions more for the transportation of mails than in 1928, this being 
largely the result of an order of the Interstate Commerce Commission 
fixing a new scale of mail compensation at rates approximating 15 
per cent in excess of those previously in effect. Parcel post par- 
—- in this increase to the extent of approximately 9 million 
ollars. 

The 10 per cent increase in salary to postal employes performing 
night service, together with the 15 per cent increase in compensation 
to postmasters at post offices of the fourth class, are estimated to have 
added at least 2 millions of dollars to the cost of handling parcel 
post matter. 


The reduction in the parcel post rates on parcels destined to points 
beyond the third zone is clearly responsible for 2 million dollars less 
in parcel post revenue. 

Thirteen million dollars added to the parcel post deficit by action 
on the part of legislative and quasi-legislative bodies beyond the con- 
trol of the post office department! 












Other speakers and their subjects included the following: 
William Stone, traffic manager, Boston Store, Chicago, “Efficient 
Supervision of Import Traffic’; J. W. Jay, assistant store super- 
intendent, Mandel Brothers, Chicago, “Economical Operation of 
Reserve Stock Rooms,” and H. J. Watson, service manager, C. 
O. Miller Company, Stamford, Conn., “Reducing Transportation 
Expense by Lighter Shipping Containers.” 
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FLORIDA ARBITRARIES 


Fruit and vegetable shippers to and from Florida and 
and from the Pacific coast, Florida municipalities, counties fo 
the Florida Railroad Commission, have asked the Commission 
to suspend transcontinental tariffs, effective May 16, Proposing 
what the protestants deem to be excessive arbitraries to ro 
from the Florida peninsula. The arbitraries are class arbi 
traries, but are to be applied in connection with commodity 
as well as in connection with class rate traffic. ‘ 

The Florida East Coast, Atlantic Coast Line and the gga. 
board Air Line, defending the proposed arbitraries, claimeg 
that they would be much less than those they might Propose 
on the authority they think was given them in the Commis. 
sion’s decision on I. and S. No. 2983, 142 I. C. C. 151, They 
propose to base arbitraries to and from the Pacific Coast on 
the class rates between Memphis, Tenn., and the norther 
Florida junctions. At present the rates into southern Florida 
on fruits and vegetables are on the blanket basis that preyajjs 
to the eastern part of the United States. That basis was estab. 
lished August 31, 1918, by the United States Railroad Admin. 
istration, without, as the southern railroads then and now gay 
consultation with them. In their defense of the protested pro. 
posal they assert that the basis has been unsatisfactory to them 
and to some extent to the transcontinental lines. 

In their protest the joint council of the National League 
of Commission Merchants, International Apple Association ang 
Western Fruit Jobbers’ Association of America asserted that 
irreparable damage would be done to the fruit and vegetable 
growers of the Pacific coast and the railroads if the present 
rate blanket were broken up. They suggest that if the rail. 
roads serving the peninsula of Florida are permitted to break 
off a part of the blanket, railroads serving other parts may 
think themselves warranted in breaking off parts on both the 
eastern and western edges. They assert that the arbitraries 
which are proposed, graduated into twelve classes, are much 
higher than those prescribed in the L-2 scale of the report in 
the Southern Class Rate Investigation, 128 I. C. C. 567, and, 
as to the first class, about 46 per cent of the first class local 
rates for the peninsular distances involved, made by the use of 
the K-2 scale, instead of only about 15 per cent of those local 
rates, allowed in the L-2 scale of arbitraries. 

Among other requests for suspension were those received 
from the Miami (Fla.) Rate and Traffic Board, Miami branch 
of the National League of Commission Merchants, Miami Fruit 
and Produce Jobbers’ Association, Florida League of Munici- 
palities, Tampa (Fla.) Traffic Association, Growers’ and Ship- 
pers’ League of Florida, Wenatchee (Wash.) Valley Traffic 
Association; A. Arena & Co., Los Angeles, Calif.; St. Peters- 
burg (Fla.) Chamber of Commerce; commissioners of Pinellas 
county, Fla.; Broward County Port Authority; Interior Florida 
Traffic Bureau; Ft. Lauderdale (Fla.) Chamber of Commerce; 
H. H. Baskin, mayor-commissioner, Clearwater, Fla.; George 
W. Bassett, Jr., mayor, St. Augustine, Fla.; Seattle (Wash.) 
Chamber of Commerce; Randolph Marketing Co., Los Angeles, 
Calif.; Yakima Valley Traffic and Credit Association; Hood 
River Traffic Association; American Fruit and Vegetable Ship- 
pers’ Association, Chicago, Ill., and Stanley Fruit Co., Phoenix, 
Ariz. 

Reasons given by the southern carriers for their proposal 
to add arbitraries to transcontinental rates to and from the 
peninsula of Florida and thereby reestablish what resembled 
the old Jacksonville combination basis did not persuade the 
Commission that the tariffs should be allowed to go into effect 
without investigation. Therefore, they suspended the Toll tar- 
iffs, in I. and S. No. 3456, for seven months from May 16. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Henry G. Binns, Columbus, O.; Robert E. Bronson, 
Se&ttle, Wash.; William W. Clary, Los Angeles, Calif.; George 
A. Ditz, Stockton, Calif.; Percy Cader Dozier, Monroe, N. ©. 
Donovan Y. Eri¢kson, Chicago, Ill.; J. L. Foerstner, St. Louls, 
Mo.; Frank G. Halibaugh, Westwood, Calif.; Donald L. Harper, 
Sanford, Fla.; Richard S. Harvey, Washington, D. C.; J. Myron 
Honigman, Philadelphia, Pa.; Nils G. Hoyer, New York, N. Y.; 
Harvey Russell Huffman, Denver, Colo.; Emory R. Johnson, 
Philadelphia, Pa.; Alfred G. Kocher, Oconomowoc, Wis.; Charles 
F. Krone, New York, N. Y.; Russell J. Mansfield, Indianapolis, 
Ind.; Frank H. Orgren, Denver, Colo.; John H. Poston, Mem 
phis, Tenn.; James LeGrande Read, Dallas, Tex.; Owen J 
Roberts, Philadelphia, Pa.; Carl F. Rowden, Abilene, Tex.; 
G. E. Russell, St. Louis, Mo.; Sidney S. Sandifer, New Orleans, 
La.; Elmer A. Schofield, Cincinnati, 0.; Charles T. Shermat, 
Lansing, Mich.; Julius A. Staudt, Decatur, Ill.; Allen C. Stone, 
Chicago, Ill.; Morton G. Smith, San Francisco, Calif.; Bd : 
S. S. Sunderland, New York, N. Y.; Eugene E. Torbett, _ 
Okla.; Grover Cleveland Young, Forest Park, IIl.; Arthur 
Zalud, Cleveland, O. 
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Transportation Charges and the Market Area 


seventh of a Series of Articles on the Relations Between Transportation, Production, and 
Marketing, by Prof. L. C. Sorrell 


to explain the significance of transportation to 

marketing and production by correlating changes 
hat have taken place in both. Attention was given to 
changes in the cost of transportation, that, being reflected 
‘n the transportation charges, permitted a widening of 
the market area or tended to bring about centralization 
or decentralization of production. The changing levels 
of freight rates in the United States in recent years and 
the tendency toward mileage systems of rate-making 
yere mentioned among the important changes in trans- 
portation. In this and the following articles the discus- 
sion will deal more specifically with the methods of rate- 
making and the shape and extent of the market area. 


Certain preliminary observations may be indulged. 
The total outlays for capital and labor required to per- 
frm transportation services constitute the true cost of 
transportation, including, of course, the return on cap- 
ital necessary to obtain added supplies of carrying facil- 
ities and the taxation that would be imposed on private 
enterprise. The user of transportation may be required 
to pay more or less than the true cost. If the transporta- 
tion facility is operated by the state, with the aim of 
vbtaining monopoly profits, the shipper may pay out 
in rates more than the cost. 

More commonly—in the United States, at least— 
the shipper (or user) pays less than the true cost of 
transportation. In fact, the cost of providing transpor- 
tation services frequently is divided between the general 
public, adjacent real estate, and the user of the facility. 
Improvements in transportation tend to bring about 
itilization of resources that have been idle, increase land 
values and the taxable base, and this, in turn, brings in 
more revenue to the political unit. It is argued, then, 
that the body politic is justified in assuming some of the 
cost. 

Real estate adjacent to the transport facility often 
receives a large increase in earning power and value, and 
this justifies levying part of the cost against the land- 
owner, as such. The owner of land suitable for a central 
(epartment store, rather than forego the advantages of 
improved rapid transit, might consent to share part of 
the gain with the user of such services in order to draw 
more patronage to the central shopping district. Thus, 
10 inconsiderable part of the true cost of transportation 
sttles down on the community through the shifting of 
laxation, as well as through the transference of trans- 
portation prices. This is notoriously true of inland 
water transport and probably true of highway transport 
‘swell. The privately-owned and operated railway more 
learly sums up the true cost of transport in its rates, 
but it must not be forgotten that, at times, stockholders 
ind wage earners as well may bear part of the cost 
through inadequate returns. 


True Cost 


_ The true cost of transport is often indeterminate. 
This applies, not only to the charges for particular serv- 
ces, but, at times, to the aggregate outlay as well. Where 
tansportation is jointly produced with other services, the 
‘ost assigned to transport may be quite arbitrary. 

_ The proposed St. Lawrence waterway improvement 
volves the joint production of navigation and power 


T'. preceding articles in this series have attempted 


and it may be assumed that they can be produced at less 
cost jointly than separately. Some parts of this project 
exist for navigation alone, some for power alone, but 
others are common to both. Sectional interests in the 
allocation of cost, of course, assert themselves. The 
west, interested chiefly in navigation, might urge that 
power users assume the entire ¢Xpense and the east, 
more concerned with power, might suggest that naviga- 
tion foot the bill. 

The Panama Canal involves joint outlays for trans- 
portation and national defense. The Mississippi River 
illustrates joint expenditures for navigation and flood 
protection. In such cases, the aggregate outlays charged 
to transportation depend on the national policy in allo- 
cation of the burden. The user of transportation services 
cannot afford to ignore the relation of the total trans- 
portation bill paid by him to the true cost of rendering 
the service. 


Rail Rates and Distribution of Bill 


Turning from these larger questions of transporta- 
tion price policy to the railroads alone, one observes that 
two outstanding issues emerge—the general level of 
railroad rates and the distribution of the railroad bill 
among the users of the service. In earlier days, before 
the cost of transport had declined so greatly, many com- 
munities were hampered in their development because of 
the generally high level of transportation charges pre- 
vailing, and this condition may be encountered occa- 
sionally today, either with reference to some locality or 
some product. Today, however, such cases are more 
likely to involve affirmations that the rates are too high 
as compared with other localities and other products— 
that is, that the transportation bill is inéquitably dis- 
tributed as between communities and products. The 
general level of rates is most emphasized in periods of 
rapid increase or decline in the general price level. If 
transportation rates advance less rapidly than the price 
level, the railroad complains; if they decline more slowly 
than the price level, the shipper declares that the high 
level of freight rates holds back the recovery of business. 
Such contentions were rife between 1915 and 1923, as 
well as in the period after 1872. It should be clear that 
variations in the general level of transportation rates 
relative to the general price level itself tend to affect the 
extent of the market enjoyed by commodities whose price 
includes any substantial accumulation of such costs. 

But it is the distribution of the transportation bill 
among the shippers in different communities and among 
those interested in the movement of different commod- 
ities that more constantly engages the attention of ship- 
pers, carriers, and regulatory commissions; that is, to 
say, the relationship of rates is probably more frequently 
called in question than is their general level. The rate 
relationships encountered in rate controversies are 
numerous, but a survey of the more important cases 
before the Interstate Commerce Commission suggests 
that many of these involve such similar issues that they 
can be reduced to type cases. 


Rate Relationships in Controveries 


The following are singled out for special considera- 
tion because of their intimate relation to the extent and 
shape of the market enjoyed by various producing and 
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distributing concerns 

(1) Probably the most frequently encountered relation- 
ship of rates is that between producing areas competing for 
a common market or several markets seeking to draw products 
from a single producing area. These cases may involve inbound 
rate adjustments only, or outbound only or the sum of the in- 
and-out rates. They may involve specific commodity rates or a 
general group of class and commodity rates. 

(2) The competing producing areas or markets in (1) may 
be substantially equal in distance, but, in many cases, a con- 
siderable inequality in distance obtains. In such cases the 
relationship between the long-haul and the short-haul (or shorter 
haul) rates is brought into issue. 

(3) A third important group of cases involves the relation- 
ship between the rates on raw materials and those on finished 
goods. The location of the fabrication processes depends some- 
what on this determination. 

(4) The spread bgtween carload and less than carload 
rates has frequently been called in question by the jobbing 
interests of the country It is obvious that the jobbers of such 
staples as groceries, hardware, furniture, and drygoods perform 
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an important function in assembling carloads of shipments for 
distribution in smaller quantities. Whatever tends to narrow 
the spread between these two sets of rates makes his position 
more difficult. This market interest in freight rates has been 
prominent in the transcontinental rate cases, as well as in 
numerous other locality complaints, and is involved in the 
discussion of rates for less than carload shipments moving in 
container cars and also in the split-delivery of carload ship- 
ments by water to Pacific Coast ports. 

(5) The relation between rates on given commodities mov- 
ing in opposite directions is a variant of competing producing 
regtons attempting to reach common markets. 

(6) The relation of rates on competing commodities and 
even on non-competing ones calls for consideration. England’s 
capacity to draw food supplies from Argentina at low freight 
rates is inter-related with the despatch of coal to that country, 
also at low freight rates. The two freight rates are closely 
related to each other, even though the commodities are non- 
competitive. It hardly need be said that many cases of rate 
relationships involve combinations of two or more of the fore- 
going types. 


Importance of Freight Rates 


In directing attention to such relations between transporta- 
tion prices, it is desirable to avoid the appearance of ascrib- 
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ing too much importance to freight rates as determinants ot 
market areas. Shipper representatives, doubtless overstate the 


case in argument before the Commission, and that body, in it 
decisions, has frequently observed that heavy movement . 
traffic occurs in spite of adverse freight rates. Some pro. 
ducers may be so favorably situated as regards productioy 
costs that they can absorb out of profits a considerable freight 
rate differential; or the volume of sales attained by Selling 
under a freight rate handicap may so reduce other costs that 
the operation is still profitable. Through advertising, an jp. 
pression of product superiority may be so well establisheq that 
customers will pay the price necessary to offset freight rates 
higher than those required to market a competing brand. Not. 
withstanding these considerations, it remains true that, in the 
case of products where profit margins a unit are Small, com. 
petition is keen, or where transport charges are a large part 
of the total productive and distributive cost, freight rates have 
much potency in limiting the markets. 

Though attention is confined to the relationship of freigh; 
rates proper, it must. not be overlooked that other elements jp 
the transport charge or service also operate to limit markets 
or to reduce profits from certain markets. Low intra-state mip. 
imum requirements for carloads as compared with interstate 
minima have been before the Commission frequently. alt, 
fertilizer, and flour are noteworthy cases. The handicap of the 
interstate shipper may be as great as a difference in the 
level of intra-state and inter-state rates 

The liberality of the mixing rules that permitted the meat 
packers to mix at the carload rate non-packing house products 
was challenged some years ago by the wholesale grocers, In 
Omaha Grain Exchange versus the Chicago, Burlington and 
Quincy (120 I. C. C. 59), Omaha grain and flour interests 
protested against the failure of the carrier to clean and pre. 
pare cars for the receipt of flour, while performing the service 
at Kansas City. It was contended that profits a barrel were so 
small that this small addition to the expense handicapped the 
Omaha dealer in competition with Kansas City. 

The rules for the distribution of empty coal cars have long 
been a subject of litigation by coal mines, the capacity to sell 
coal being dependent on the ability to obtain delivery equip 
ment. 

Therefore, in confining the discussion to freight rates 
proper, the fact must not be overlooked that transportation ele- 
ments other than the rate itself may decidedly affect. the capa- 
city of a given producer to reach a given market or to sell in 
such a market on even terms with his competitor. 


Relationship of Rates to or from Competing Localities 


Economists have sometimes used the concept of an isolated 
community as a beginning for the discussion of the use of 
land. Suppose a town situated in the center of a fertile plain, 
equally accessible in every direction, with soil of the same fer- 
tility. Suppose it is inaccessible to other communities. Under 
such assumptions it is probable that the shape of the area 
that such a town could reach with its products and from which 
it could draw, would be roughly circular, and its extent would 
depend on the progression of freight rates outward and in- 
ward. Since no competition is encountered from without, 
freight rates would encounter no obstacle to an alignment 
according to distance. It would be difficult to find such an 
“idealized” community in the United States. Topography would 
probably permit easier transportation in one direction than in 
another. Competition would sooner or later be encountered 
from other similar areas. Variations in fertility of land would 
also exist. These facts would tender to distort the area such 
a town might serve. Probably every market town has some 
area in which it has an advantage over others and which, there- 
fore, belongs to it. . 

It is with competing localities that freight rate adjust 
ments become complex and, therefore, the assumption of a 
isolated community may be abandoned. Numerous instances 
of such locality competition exist, but the following types are 
common: 

First, rival producing regions, each, perhaps, surrounded 
by its own market, have an important common market situ- 
ated between them. (See Figure 1 A). The common market 
may be intermediate between the competing producing regions 
or it may be located with reference to them as the apex of 4 
triangle. An example of this type, involving long distances, would 
be Cincinnati and Baltimore, New York and Chicago, com 
peting with each other at points in Southern Classification 
Territory. California and Florida citrus fruits compete in 
northern markets and here the distances are very unequal. Rate 
systems progressive with distance are usually modified to 
permit such producers to reach the common markets. 

A variant of this type is found when the producing points 
are ranged about the common market roughly in circular form. 
Important producing salt areas are encountered in Kansas, 
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yichigan, Louisiana, and New York, and the Middle West is 
an important market for this product. Differential rate ad- 
‘ystments permit each producing region to gain some foothold 
in this market. Sugar represents a similar situation, with re- 
sneries at the north Atlantic seaboard, Savannah, New Orleans, 
california, and the beet sugar area of the west. As before, the 
common market is the Middle West and the rates to Chicago 
from each of these points are definitely related to each other. 


A Case in Reverse 

Second, the reverse of the first case exists where a produc- 
ing area finds two or more competing markets, located either 
triangularly with relation to the originating area or located on 
opposite sides of the producing region. (See Figure 1 B). Thus, 
yheat from the inland empire may seek Puget Sound or Colum- 
bia River ports; wheat from the Missouri River region may flow 
to the Gulf of Mexico or to the North Atlantic ports; grain 
from southern Iowa may seek Chicago or St. Louis. As one 
iavels due west from the Twin Cities, the grain rate structure 
grades upward, but permitting the eastward flow of grain until 
the grain-rate divide is passed, where the flow takes place 
toward the Pacific Ocean. Here the graph of the grain rate 
structure resemble the topography of the continent itself. 
Obviously the level of grain rates east and west of this divide 
may tend to expand the influence of the Twin Cities or that of 
Puget Sound. The situation may, of course, be complicated by 
jemand for certain types of wheat and the divergence of prices 
at the terminal markets. A rather wide plateau of rates could 
te established permitting each market to participate in this 
region. In these cases the producing region has the benefit of 
competition in buying from two or more markets. These 
markets, in turn, may or may not be in severe competition with 
each other in the sale of their products. If not, interest will 
chiefly center in the inbound adjustment that will permit each 
to draw to itself a needed supply of materials. But, if sales 
competition as well exists, then the outbound rates themselves 
will probably be drawn into the adjustment. 

A third case arises where two or more competing produc- 
tion areas are located close to each other, with markets on 
opposite sides of each. (See Figure 3 A). This situation is 
encountered in the case of bituminous coal in the so-called 
Inner Crescent and Outer Crescent districts. To the east of 
the outer crescent lies the important eastern markets; to the 
west of the inner crescent lie the important markets of the 
middle west. Grades and uses of product, of course, differ 
somewhat, but the products for some purposes, at least, are 
interchangeable. Production costs vary. Now, each produc- 
tion district might be content with the market area to which 
itis nearest. Inner Crescent might supply the west, Outer 
Crescent the east. Probably neither will be satisfied with such 
restricted markets and, because of the risk of depending on 
one market, or because of lowered production costs attendant 
on increasing volume, will probably seek access to the market 
thought to belong to the other. Different railroads serving each 
district may support this aim. The two sets of rates will 
probably be related to each other and the differential method 
of rateemaking naturally suggests itself. The case, of course, 
is complicated by the presence of triangular competition from 
lllinois-Indiana mines, and Ohio constitutes another interior 
group whose markets extent will be affected by the relative 
rate adjustments. 

A fourth case appears largely to be the reverse of the 
former one. In this case two markets, more or less competi- 
tive, are located relatively close together. (See Figure 2 B). 
On opposite sides appear the producing regions which supply 
these markets. The competition prevails not only between the 
producing regions, but also between the markets themselves. 
The Atlantic seaboard and Middle West struggle for the Inter- 
mountain and Pacific Coast regions can be assimilated with 
this case. The Atlantic seaboard reaches the Pacific Coast 
vla Water; the Middle West reaches both markets by rail. In 
'erms of transportation cost, therefore, the two seaboards are 
closest to each other. Both competitors seek to sell in both 
markets, though it would be possible, as a matter of policy, 
so to establish rates that the Middle West would affiliate with 
the Inter-mountain Region and the coasts with each other. 
There has not been wanting counsel that this is the market 
Dolicy to adopt. 

(To be continued in next article.) 


SOUTHERN TRAFFIC LEAGUE ‘ 

The twelfth annual meeting of the Southern Traffic League 
will be held at the Andrew Johnson Hotel, Knoxville, Tenn., 
June 5. Officers will be elected. Reports of activities of the 
league in the last year will be presented by the president, 
chairman of the board, executive secretary, standing committees, 
special committees and general counsel. 
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RAIL EXECUTIVES MEET 


The railroads have gone much further, in the first three 
months of this year, in maintaining capital expenditures at a 
high level than was contemplated at the time of the Hoover 
“prosperity” conferences last December. At that time it was 
announced that capital expenditures for additions and better- 
ments to the railroad properties of the country for that period 
would total approximately $212,000,000, but the report of the 
Bureau of Railway Economics, based on special reports of the 
member railroads, to the regular spring meeting of the Asso- 
ciation of Railway Executives, held at Chicago, May 16, indi- 
cated that expenditures have actually been in excess of $223,- 
772,000, an increase over the previously announced figures of 
$11,772,000. 

The total capital program of expenditures authorized this 
year, as of April 1, including carry over, has already reached 
the sum of $973,578,000, according to the bureau’s report. An- 
ticipated authorizations for the entire year, as announced last 
December, in connection with the Hoover plea for cooperation 
in a general program to stimulate business, was approximately 
$1,050,000,000. Unofficially, it was stated that figure for the 
entire year might be considerably exceeded. 

Only matters of a routine nature were considered at the 
meeting, which was attended by representatives of practically 
all the member lines. R. H. Aishton, chairman of the executive 
committee, presided. 

Vv. V. Boatner, president of the Chicago Great Western, 
and E. S. French, president of the Boston & Maine, were elected 
members of the executive committee. Mr. Boatner succeeds 
Samuel Felton, who died recently, and Mr. French fills the 
vacancy caused by the death of George Hannauer. 

Alfred P. Thom, general counsel of the association, made 
a report on the legislative situation, as it affects the rail lines, 
for the information of the members. 

Compared with the corresponding period in 1929, the ex- 
penditures for new equipment, additions and betterments the 
first three months of this year was an increase of $96,653,000 
and an increase of $95,344,000 over expenditures in the corre- 
sponding period of 1928. 

Detail of the expenditures the first three months this year 
follows: 


The amount of expenditures in the first three months of 1930 
devoted to purchase of new equipment was $89,070,000, compared with 
$37,642,000 for the corresponding period of 1929. 

Roadway and structures expenditures aggregated $134,702,000 com- 
pared with $89,477,000 for 1929. 

In the first three months this year, the railroads installed 24,739 
freight cars, an increase of 16,195, compared with the number in- 
stalled in the same period in 1929. Passenger cars placed in service 
in the first. quarter of 1930 totaled 472, a decrease of 453 under the 
same period the year before. Locomotives installed totalled 189, com- 
pared with 118 in the first three months of last year, and compared 
with 435 in the first quarter of 1928. 

On April 1, the railroads had 37,117 freight cars on order, com- 
pared with 42,561 on the same day in 1929. Passenger cars on order 
totaled 688, compared with 615 on April 1 last year, while locomotives 
on oa on April 1 this year amounted to 442, compared with 372 
in 4 

Capital expenditures actually made in the first three months 
this year for locomotives amounted to $14,064,000, compared with 
$10,517,000 in the corresponding period of last year. For freight cars, 
expenditures amounted to $62,962,000, compared with $14,168,000 in 
the first quarter of 1929. For passenger cars, capital expenditures in 
the first three months of this year amounted to $7,889,000, compared 
with $10,835,000 for 1929. 

Total capital expenditures for roadway and structures in the 
first three months amounted to $134,702,000. This was an increase of 
$45,225,000 over the same period last year. 

Capital expenditures for additional main track, yards and sidings, 
in the first three months amounted to $27,608,000, compared with 
$20,089,000 in the corresponding period last year. For heavier rail, 
expenditures totaled $10,356,000, compared with $8,502,000 in 1929. 
For shops and engine houses, including machinery and tools, expendi- 
tures totaled $8,361,000, compared with $5,479,000 in 1929. For sta- 
tion facilities and office buildings, capital expenditures amounted to 
$23,774,000, compared with $11,607,000 in 1929. Bridges, trestles and 
culverts absorbed $15,801,000, compared with $12,572,000 in 1929. For 
all other improvements, $48,802,000 were expended in the first quarter 
of — an increase of $17,571,000 compared with the same period 
in a 


MEETING OF A. R. A. 


The program at the spring meeting of the American Railway 
Association at the Stevens Hotel, Chicago, May 15, included 
consideration of plans for handling the seasonal crop movement 
to begin in about a month, discussion of the problems of damage 
to shipments of fresh fruits and vegetables and grade crossing 
protection. A report was received on the extensive power 
brake investigations that have been in process at Purdue Univer- 
sity, supplemented by road tests. 

The report of the car service division, presented by M. J. 
Gormley, chairman, indicated that there is an adequate supply 
of box cars in the territories affected to take care of the sea- 
sonal crop movement, “providing there is no abnormal delay 
at loading and unloading points.” Empty cars adapted for the 











PAGE 1328 


loading of grain are being returned to their home roads as 
rapidly as possible, it was stated, so that they will be available 
as soon as the crop begins to move. 

“The preliminary forecast of winter wheat production this 
year,” said the report, “indicates a crop five per cent less than 
in the last two years and about equal to the five year average, 
1924-1928. Growing conditions the last sixty days in the areas 
of principal production have been relatively favorable. Naturally, 
at this season, it is impossible to gauge with any accuracy the 
volume of wheat the railroads will be called upon to handle, 
but it is not safe to anticipate much less than an average crop. 

“It is the opinion of the car service division that the wheat 
loading railroads will be prepared this season with a supply of 
grain box cars adequate for a heavy initial movement, but that, 
in the event terminal grain storage conditions do not improve, 
they must be ready to take prompt measures, if and when 
necessary, to prevent serious congestion of grain traffic at mar- 
kets and ports.” 

The loading of open top cars, all commodities, January 1 
to April 12, 1930, was 4,680,755 cars, which was 7.7 per cent 
under loadings for the same period last year, according to the 
report. Current weekly loading at this time was about 2.4 
per cent under loadings this time last year, it was stated. It 
is anticipated that the situation will continue to improve as 
the lake coal and iron ore, sand, stone, and gravel get under 
way. 

Loading of revenue freight the first seventeen weeks this 
year totaled 14,889,304 cars, a reduction of 1,253,366 under the 
same period last year, and of 643,199 under two years ago. 

The grade crossing protection report was presented by W. J. 
Towne, chairman of the committee, chief engineer, C. & N. W. 
It was accompanied by the display of films and lantern slides 
illustrating different types of highway crossing protection and 
signs. The lack of uniformity in state regulations and in warn- 
ing devices employed was commented on as requiring attention 
and working out of a program for harmonization. 


Fruit and Vegetable Damage 


Those who participated in the discussion of the damage 
problem to fruits and vegetables included F. E. Winburn, 
special representative committee on freight claim prevention, 
A. R. A.; A. J. Lorion, engineer, Freight Container Bureau; 
R. G. Fagan, superintendent freight protection, Southern Pacific, 
and W. S. Jenson, superintendent perishable freight protection, 
Merchants’ Despatch, Inc. 

The following recommendations were made by the joint 
committee (freight claim and operating divisions) concerning 
claims paid in connection with shipments of fresh fruits and 
vegetables: 


For the purpose of securing uniformity of practice in connection 
with carload shipments of fruits and vegetables at all destination 
points, the following features should be made operative at each team 
track, cold storage warehouse, and fruit auction delivery: 

1. Determine, at time of unloading, extent and cause of damage. 

2. Recooper and place in best possible condition all damaged 
packages before delivery. 

Salvage to best advantage packages that cannot be reconditioned 
and placed in good line or cannot be delivered without bad order 
notation. Encourage car door or follow-up agreements as to extent 
and amount of damage. 

4. Bad order notations on delivery documents to specifically cover 
damage to commodity and not merely damage to container. 

The establishment of uniform practices at destination points as 
above outlined, and strict observance of same should result in a net 
saving to the carriers of this country of at least two million dollars 
a year. 


R. H. Aishton, president of the association, presided, and 
there was a large attendance of railroad executives from all 
parts of the country. 


CENTRAL WESTERN BOARD 


The eighth annual and ninteenth regular meeting of the 
Central Western Shippers’ Advisory Board will be held at Idaho 
Falls, Idaho, at the Bonneville Hotel, June 19 and 20. This is 
the first full two-day session ever held by this board. The 
first day will be devoted to a hearing on agricultural subjects 
of importance to western states, at which time there will be a 
thorough airing of laws, rules and regulations governing plant 
quarantines and pest control. Because of the effects upon the 
free movement of fruits, vegetables and other agricultural 
products and the expense incident to compliance with the laws 
of the several states by producer, shipper and railroad, alike, 
this subject is expected to prove of interest to all. 

Russell E. Shepherd, chairman, Federal Land Bank, Spokane, 
general manager, Twin Falls North Side Land & Water Com- 
pany, president, Idaho State Chamber of Commerce and chairman 
of the Agricultural Council of the board, will preside. Quarantine 
officers of eleven western states, as well as federal officials, are 
on the program. The farmers granges, farm bureau federations 
and other organized farm groups are invited. 














The Traffic World ¥°!. Xv, 0. 








The executive committee of the board and the railroad ep 
tact committee will meet jointly at 8:00 p. m., June 19. ° 
regular meeting June 20 will be devoted to a survey of shippin 
needs of the states of Colorado, Idaho, Nebraska, Utah sat 
Wyoming for the months of July, August and September. Shi 
pers, producers and railroads will participate. b 

The meeting will be called to order by C. J. Carlson, chair 
man, Idaho division of the board. Governor H. C. Baldridge of 
Idaho will deliver an address of welcome, and J. W. Shorthill 
secretary of the National Farmers’ Elevator Association and 
general chairman of the board, will preside. 

H. G. Taylor, manager of public relations, car Service 
division, American Railway Association, will outline general 
transportation conditions of the country and W. J. Smith, dis- 
trict manager, A. R. A., will discuss local railroad conditions, 

The two day affair will close with a banquet and entertaip. 
ment arranged by the Idaho Falls Chamber. of Commerce, a; 
which Paul Shoup, president, Southern Pacific, is expecteg to 
be the principal speaker. 


SOUTHWEST ADVISORY BOARD 


Approximately 800 grain, industrial and railroad representa. 
tives are expected to gather at Enid, Oklahoma, May 23, for the 
twenty-fourth regular and seventh annual meeting of the South. 
west Shippers’ Advisory Board. The meeting will be presided 
over by Frank A. Leffingwell, general chairman, and will pe 
principally devoted to the discussion of the winter wheat crop. 
Some of the subjects docketed for discussion are: Acreage and 
yield, early markets, mill demand, export demand, damp wheat, 
car situation, switching, proper coopering and loading, inspec. 
tion, combines, farm storage and grain car distribution rules. 

Commodity committees, representing all of the principal 
lines of agriculture and industry, will present reports, fore. 
casting the trends of business in each line of industry and 
probable transportation requirements in the third quarter of 
the year. 

The railroad reports will reflect activities on the part of 
the railroads serving the states of Arkansas, Louisiana, New 
Mexico, Oklahoma and Texas, to increase their operating eff- 
ciency and to meet the demands of the shipping public in this 
territory at the time of peak movements. 

L. M. Betts, manager, car service division, American Railway 
Association, Washington, D. C., will discuss the general trans- 
portation situation throughout the United States. 

Plans of the carriers to move the wheat crop and general 
transportation conditions in the southwest will be discussed 
by R. W. Edwards, district manager of the car service division, 
American Railway Association, Dallas, Texas. 


Special discussion of pertinent factors relating to the sea- 
son’s wheat crop will be led by Cecil E. Munn, alternate chair- 
man and president of the Enid Terminal Elevator Co., Enid, 
Oklahoma. E. A. Jimison, district agent, U. S. Shipping Board, 
Fleet Corporation, of Galveston, will discuss the part the Ship- 
ping Board will play in the handling of the crop. A. B. Cox, 
director, business research, University of Texas, Austin, and 
Victor H. Schoffelmayer, agriculture editor, Dallas News, Dallas, 
will make a report on the marketing of wheat and other agricul- 
tural products. 

H. G. Taylor, manager, public relations, car service division, 
American Railway Association, Washington, D. C., will report 
on the general business outlook as reflected by shippers’ advisory 
boards throughout the United States. H. R. Safford, executive 
vice-president, Missouri Pacific Lines, Houston, will make the 
report for the railroad contact committee, and Arthur J. Stone, 
general secretary of the board and secretary of the Dallas Cotton 
Exchange, for the executive committee of the board. Election of 
officers and appointment of committee chairmen will take place. 

This meeting will be held in conjunction with the Oklahoma 
Grain Dealers’ Association, Oklahoma Millers, and Oklahoma 
Coal Dealers. The annual banquet of the grain dealers will be 
held in the New Hotel Youngblood the evening of May 23, with 
Hal S. Ray, director personnel, Rock Island, as toastmaster. 


RAILROADS AND COAL 


Stocks of railroad coal declined sharply in the last three 
months, the total reserves held on April 1 having been 6,355,000 
tons, a decrease of more than a million tons since the first of 
the year, and less than the tonnage in storage on April 1 
other recent years, according to the report of the Bureau of 
Mines of the Department of Commerce on commercial stocks 
of coal as of April 1. 

The American Railway Association, said the report, ™ 
ported that on April 1 there were 1,444,000 tons (28,877 cars) 
of unbilled coal on wheels waiting shipment at the mines or 2 
the classification yards, an increase of 603,000 tons compared 
with January 1. 
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Ocean Shipping News 





OVERSEAS FREIGHT MARKETS 


The Traffic World New York Bureau 


Steadiness, with a fair volume of business, has been the 
principal characteristic of the full cargo markets of the last 
fw days. The greater part of the activity at present is for 
shipment on prompt vessels or for loading in the immediate 
juture, but several brokers say this “hand to mouth” condi- 
tion Will probably continue for some time. Shipowners are 
refusing to quote rates for the future below current levels and 
shippers appear content to await further developments before 
covering their commitments. 

The flurry of activity in the West Indies trade recently 
gems to have decreased, with the result that some softness 
has been induced in the rate situation. There is a more general 
expectation of improvement in grain shipments, however, and 
rates probably will hold around present levels for the near 
future. 

Commenting on the market, one review of the week says: 
“There is nothing in sight to cause expectation of sufficient 
improvement in demand in any division to bolster the market. 
Grain shows some signs of betterment, but there is as yet 
nt enough encouragement to warrant a supposition that a 
large full cargo movement is imminent. Tonnage in sight for 
the next month seems to be in excess of anticipated require- 
ments, barring unlooked for increase in requirements.” 

The coal trade has shown some activity. Fixtures of the 
week include a steamer at $3.65 for the first half of June to 
Santos, and another at $3.40 a ton to Montevideo. A fixture was 
closed to West Italy at $2.10. 

A moderate volume of business was transacted in sugar 
fom Cuba and Santo Domingo to the United Kingdom and 
Continent at 12s 6d to 14s 6d per ton. ; 

The leading Japanese steamship lines, according to recent 
advices from Tokyo, are expected to cooperate with the govern- 
nent in the development of foreign trade by reducing rates on 
exported merchandise and increasing the number of ports of 
call on their various routes. Kenchichi Kagami, president of 
the Nippon Yusen Kaisha, is quoted as stating that his com- 
pany will cooperate with the government in this direction. The 
government is to submit its export compensation bill at the 
coming special session of the Diet. This bill provides for the 
cooperation mentioned. It is indicated that the Communica- 
tins Department may increase subsidies for shipping routes 
where traffic is light and reduction of rates would work a 
hardship on the lines. 

The New York Merchants’ Association is advised by Post- 
master Kiely that a commercial invoice must be prepared for 
each parcel post package addressed for delivery in the Republic 
of Honduras. Such invoices must be forwarded under separate 
cover to the “Jefe de la Oficina de Paquetes Postales” (post- 
master at office of address of the parcels), and should contain 
a description and statement of the value of each article con- 
tained in the package to which it relates. 

Officers and other attaches of the Port of New York 
Authority were appointed under the reorganization plan at a 
meeting of the twelve commissioners. Those named include 
the following: General manager, John E. Ramsey; Chief engi- 
leer, O. H. Ammann; assistant general managers, Billings 
Wilson and John J. Mulcahy; general counsel, Julius Henry 
Cohen; associate counsel on tunnels, Paul Windels; Secretary, 
lawrence J. Keefe; treasurer, William Leary; assistant 
treasurer, Davis L. Waters; auditor, Marion Rodgers; superin- 
tendent of tunnel operation, E. Morgan Barradale; general 
superintendent of bridges, Sydney Cunberledge. 

The election of John F. Galvin as chairman of the board 
and Frank C. Ferguson as vice-chairman took place two weeks 
— the enactment of legislation enlarging the Port 
Authority. 


SPLIT DELIVERY CASE 


The Portland (Ore.) Traffic and Transportation Association 
las been permitted by the Shipping Board to intervene in No. 
4, Associated Jobbers of Los Angeles vs. Argonaut Steamship 
ine et al., the split delivery case. The practice of making 
split deliveries, according to the intervener, is “injurious, detri- 
oe unreasonable, unduly prejudicial, unduly preferential 
vet unlawful in violation of sections 16 and 18 of the shipping 


By the split delivery practice, under which intercoastal car- 
riers make split deliveries of carload shipments between Pacific 
coast terminal ports, asserts the association, the intercoastal 
carriers have not increased the tonnage movement over their 
lines and will not do so in the future. 

“In effect,” it says, “they have reduced the less-carload rate 
to the basis of the carload rate and, of course, reduced their 
revenues in proportion. The manufacturers and jobbers on the 
Pacific coast have been injured by the practice and the only 
parties to benefit by it are manufacturers and jobbers located 
at Atlantic ports of shipment.” 


HARDWOOD LUMBER CASE DISMISSED 


A complaint of the New Orleans Association of Commerce 
that the practice of steamship companies in refusing to accept 
delivery of hardwood lumber in box cars on marginal railroad 
tracks at New Orleans, or to assume the cost of unloading the 
lumber from the box cars into terminal sheds, is violative of 
sections 16 and 17 of the shipping act of 1916, has been dis- 
missed by the Shipping Board. 

The report of the board followed that of the tentative report 
of Examiner H. S. Brown, of the Bureau of Regulation, which 
was summarized in The Traffic World of March 15, p. 701, 
“Lumber at New Orleans.” 

Subsequent to the service of the tentative report, said the 
board, the complainant filed a motion asking that its complaint 
be dismissed without prejudice. 

“At this stage of the proceeding,” said the board, “dismissal 
without prejudice is precluded by the provision of section 24 
of the shipping act requiring entry of report stating conclusions, 
decision and order in every investigation in which a hearing 
has been held.” 


OCEAN MAIL CONTRACTS 


The controversy over the question of whether the Munson 
Line or the Mississippi Shipping Company should have an 
ocean mail contract for the route between New Orleans and 
the east coast of South America was discussed in the Senate 
May 13 when the bill (H. R. 9592), as reported by the Senate 
commerce committee, providing for preference to purchasers 
of Shipping Board lines in the matter of ocean mail contracts 
under the Jones-White act of 1928, was taken up for a short 
time. The bill would permit the Postmaster General to award 
ocean mail contracts without competitive bidding. Senator 
Ransdell, of Louisiana, spoke in support of the bill. 

Senator McKellar, of Tennessee, admitting that in the case 
of the Mississippi Shipping Company it might be well for the 
contract to go to it instead of the Munson line, said he was 
opposed to the proposition of permitting the Postmaster Gen- 
eral to award contracts without competitive bidding. 

Senator Copeland, of New York, discussed the matter from 
the viewpoint of those who contend that the Munson line should 
at least share in the benefits of the ocean mail subsidy for the 
route between the Gulf and the east coast of South America. 
He saw no reason why two contracts should not be awarded, 
one to the Munson line and one to the Mississippi company. 


OCEAN AGREEMENTS APPROVED 


The following agreements filed in accordance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board May 14: 


Detroit and Cleveland Navigation Company and the Universal 
Carloading and Distributing Company: By the terms of tne agree- 
ment the carrier grants to the forwarder the right and privilege 
of using so much space in the warehouses of the carrier at Buffalo 
and Detroit as may be necessary to accommodate merchandise 
tendered to the carrier by the forwarding company, and also freight 
transported by the carrier for delivery. to the forwarding company. 
The use of space in the carrier’s warehouses is to be subject to the 
supervision and regulation of the carrier’s officers and agents and is to 
be such as not in | way to interfere with the use of such property 
by the carrier for the receipt and delivery of merchandise offered 
for transportation by parties other than the forwarding company. 
The agreement is terminable by either party by fifteen (15) days’ 
written notice. 

North Atlantic ports to Spain: This agreement provides for the 
establishment of a conference to be known as the Spanish North 
Atlantic Conference to comprise the trade from North Atlantic ports 
of the United States to Spanish Atlantic and Mediterranean ports. 
By its terms all freight and other charges for transportation of 
merchandise on vessels owned, chartered or operated by the parties, 
or for which they may act as agents, are to be quoted, charged and 
collected in currency of the United States or its equivalent on actual 
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gross weight or measurement of the cargo strictly in accordance 
with the rates agreed upon by the parties. Unjust discrimination, 
discounts, rebates or returns of any description to shippers, con- 
tractors, brokers or consignees are prohibited. The agreement may 
be modified only by unanimous consent of all parties thereto, and 
no such modification is to be carried into effect unless and until ap- 
proved by the board. Any party to the agreement may withdraw 
upon 60 days’ notice to the other parties, and any reputable person, 


firm or corporation operating vessels regularly in the trade may | 


become a party to the agreement upon compliance with its terms. 
Members of this conference are as follows: Compania Transatlantica 
(Spanish Royal Mail Line), Compagnie Francaise de Navigation a 
Vapeur (Fabre Line) and Ybarra & Company (Ybarra Line). 

Michigan Transit Corporation with Goodrich-West Ports Steam- 
ship Company: Covers through shipments between Racine, Kenosha 
and Milwaukee, Wis., and ports of call of Michigan Transit Corpora- 
tion, with transhipment at Chicago. Through rates are to be as set 
forth in tariff of Michigan Transit Corporation and are to be ap- 
portioned 60 per cent to Michigan Transit and 40 per cent to Good- 
rich-West Ports Steamship Company. 

Williams Steamship Corporation with National Navigation Lines 
of Mexico: Through billing arrangement covering shipments of lignin 
pitch from Norfolk to La Paz, Mexico, at a through rate of $22 per 
2,000 pounds to be apportioned $9 to the intercoastal carrier and 
$13 to the on-carrying line. Cost of transhipment at San Francisco 
is to be assumed in equal proportion by the lines. 

Oceanic & Oriental Navigation Company with Los Angeles-San 
Francisco Navigation Company, Los Angeles Steamship Company, 
McCormick Steamship Company, Nelson Steamship Company and 
Pacific Steamship Company: Arrangement for through movement of 
shipments between United States Pacific Coast ports served by the 
coastwise lines and Far East ports served by the Oceanic & Oriental 
Navigation Company. Through rates are to be based on direct line 
rates and are to be apportioned between the participating carriers 
upon the basis shown in Pacific Coastwise Conference Division Sheet 
attached to and forming part of the agreement. In general this 
division sheet provides that the coastwise lines are to receive one- 
third of the through rate and are to absorb one-third of the cost 
of drayage and 50 per cent of the cost of In Transit Customs Entry. 

Redwood Line, Inc., with Nelson Steamship Company: Covers 
through shipments from Puget Sound ports served by Nelson to United 
States Gulf ports served by Redwood. Through rates are to be those 
of the Gulf Intercoastal Conference and are to be apportioned one- 
third to Nelson and two-thirds to Redwood; Nelson to absorb inward 
toll charge and Redwood outward toll charge, and each carrier one- 
half of the cost of drayage between the piers at San Francisco. 

Munson Steamship Line with Nelson Steamship Company: Through 
billing arrangement covering shipments from Pacific Coast ports to 
Miami, Fla., via Jacksonvile upon combination of local rates of the 
lines plus wharfage charges at Jacksonville. 

North Pacific Australia Line with Calmar Steamship Corporation: 
Provides for through shipments from North Atlantic ports of call 
of Calmar to Australian ports of call of North Pacific Australia Line, 
with transhipment at San Francisco, upon through rates and divisions 
thereof set forth in the agreement. Arrangement is subject to mini- 
mum bill of lading charge of $5. 

Luckenbach Steamship Company, Inc., with Compagnie Generale 
Transatlantique: Arrangement for through movement of shipments 
of canned goods, dried fruit and high density cotton from Pacific 
coast ports to designated French ports, with transhipment at New 
York. Through rates as indicated in the agreement and minimum 
bill of lading charge are to be apportioned equally between the lines, 
each of which is to assume one-half the cost of transhipment. 


N. Y. SHIPPERS OPPOSE BOSTON 


The Traffic World New York Bureau 


The Shippers’ Conference of Greater New York, at its May 
meeting, went on record against the application before the Com- 
mission to require the New York, New Haven & Hartford to 
divest itself of control of its Long Island Sound steamship lines 
and against an application of Boston and the Boston Port 
Authority for a freight differential favoring that port. 

Resolutions in opposition to these applications were adopted 
after William H. Day, commissioner of the Boston Chamber of 
Commerce and president of the National Industrial Traffic 
League, had explained the history of the applications and his 
objections to them. The railroad-steamship application, he 
stated, was brought by the Colonial Steamship Line, a com- 
petitor of the New Haven Line, the New England Steamship 
Company, on the ground that the railroad was cutting rates for 
combination steamship-trucking service and that the line’s con- 
trol by the railroad was in violation of the Panama Canal act. 

In 1918, he said, the Commission granted the railroad tem- 
porary permission to operate the steamship lines as an emer- 
gency measure. The Colonial Line’s application, he said, also 
holds that the railroad, is, in effect, stifling competition. 

The move to divorce rail and ship lines was opposed, he 
said, by the New England Traffic League, the Boston Chamber 
of Commerce and the associated industries of New England, 
who hold that the New Haven’s steamship lines render high- 
class service, better than other lines can give. 

There were two questions at issue, he contended; first, 
whether the lines where now operated are in the public service, 
and, second, whether they unduly stifle competition. The rate 
cutting charge might be true, he admitted, and as a consequence 
the railroad might have to do “a lot of explaining” in case the 
Commission heard the case. It was the hope of New England in- 
dustries, he said, that the Colonial Line could be persuaded to 
withdraw the application. Otherwise, he warned, “a lot of dirty 
linen may be washed in public.” 

The Boston Chamber of Commerce and the New England 
Traffic League were seeking to persuade Boston and the Boston 
Port Authority to withdraw their application for a rate differ- 
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ential, he said. This application, he said, was filed as a Tegul 
of the New Jersey lighterage case, now pending, the applicants 
feeling that if New Jersey were to obtain an advantage ne 
New York in the matter of rates, there was no reagon he 
Boston should not do so. y 

By a resolution formally adopted on the recommendation 
of Parker McCollester, chief counsel for the commercia] and 
shipping organizations of New York that are fighting the New 
Jersey lighterage suit, and chairman of the conference legis. 
lative committee, the conference decided to intervene ip the 
case as opposing any grant of the port differentia] requested 
by Boston. 

According to several speakers, Boston business men they. 
selves were not enthusiastic about the petition and were using 
their efforts to have the complaint withdrawn on the ground 
that it was a mistaken move and a dangerous precedent to raise 
the question of terminal costs as a factor in making rate degj. 
sions, in that it might spread throughout the country. 

According to one of the speakers, what started the City of 
Boston on this complaint was the possibility that New Jersey 
might be successful in obtaining something at the hands of the 
Commission in its lighterage and trucking suit against the 
Port of New York, and it wanted to file its petition on the 
chance that it might be in time to get an equally favorabie 
decision. 

It was, however, pointed out that if New York should 
be penalized by the success of the New Jersey suit, it would 
thereby also penalize Boston. 

W. J. Mathey, traffic manager of the New York Publishers’ 
Association, presided in the absence of William H. Chandler, 
who was confined to his home by illness. 


PORT OF LOS ANGELES 


According to a report by the Los Angeles Harbor Depart- 
ment for 1929, Los Angeles ranked as the first port of the 
country in point of intercoastal tonnage handled, having ex. 
ceeded New York by 419,300 tons, second among ocean ports, in 
point of total tonnage handled, and third, among all U. S. ports. 

The number of ship arrivals is given as 16,754 and of 
total cargo tons as 26,911,000. The figures are exclusive of all 
government vessels and commercial vessels under 100 tons, 
tug boats, fishing boats, yachts, and pleasure boats. Average 
cargo tons a ship were 3,214 and total cargo value $1,089,257,000, 

In coastwise commerce, Los Angeles ranked as the third 
port in the country, in point of volume of tonnage in that cate- 
gory, and fourth as to foreign tonnage. 

The report states that the harbor and waterfront and land 
adjacent are 95 per cent publicly owned and controlled by the 
city of Los Angeles, and that negotiations are in progress for 
acquisition of the remaining 5 per cent of waterfrontage. Total 
expenditures to date for development of the harbor facilities 
are given as $53,186,226, of which more than 25 million have been 
expended by the city and more than 11 million by the federal 
government. 


SEAMEN’S WAGES 


Opposition to enactment of H. R. 6789, to permit ship 
masters to withhold wages of seamen under specified condi- 
tions (see Traffic World, May 10, p. 1267), was expressed before 
the House committee on merchant marine and fisheries this 
week by Andrew Furuseth, president of the International Sea- 
men’s Union; Edward F. McGrady, of the American Federation 
of Labor, and William F. Yates, president of the National 
Marine Engineers’ Beneficial Association. The latter said that 
the necessity under the law for the shi)yowner to make pro- 
vision for payment of part wages in each port had a great deal 
more to do with the activity in favor of the bill than the desire 
to improve the morals of sailors. 


LOAN FOR TANKER CONSTRUCTION 
A loan amounting to three-fourths the cost of building five 
tankers, but which may not exceed $6,328,125, was granted the 
Motor Tankship Corporation of Philadelphia, by the Shipping 


Board May 14. When completed the vessels are to be operated 
under charter in the general oil carrying trade. The ships, which 
will be built in the Sun Shipbuilding & Drydock Company’s yards 
at Chester, Pa., will be approximately 13,500 tons deadweight, 
of Diesel propulsion, and capable of 11 knots speed. Contracts 
already have been agreed upon with the shipbuilder and con- 
struction will be commenced forthwith. 


PLUMMER APPOINTMENT UP _ 
Commissioner Plummer, vice-chairman of the — 
Board, whose present term expires June 8, called on Presiden 
Hoover this week. The commissioner indicated that, s0 “ 
he was concerned, he would be on the job after June 8. 
reappointment was regarded as a probability. 
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Aviation News 





RAILROADS AND AIR TRANSPORT 


Elisha Lee, vice-president, Pennsylvania Railroad, in an 
address at the New York air show, May 8, said it was an ob- 
vious fact that, in the last century, the railroads constituted 
the country’s fundamental means of transport and would con- 
tinue indefinitely to be the backbone of the carrier system, 
though two important modifying factors, the motor vehicle and 
the airplane, had entered the national transportation system 
in the last thirty years. 

“It seems only natural,” said he, “that the organization of 
commercial highway and air transport should be grouped around 
the railroads, and this is the policy that is guiding the Penn- 
sylvania Railroad’s comprehensive program for the development 
of these auxiliary services. 

“Our idea on the Pennsylvania is to provide adequately for 
the progressive development of our service, and this, in the 
last analysis, means giving the public the kinds of transportation 
it desires. Therefore, we are now in the business of transport- 
ing passengers by bus and plane and freight by motor truck. 
As a result, the term ‘railroad’ no longer adequately describes 
the transportation service which the more progressive com- 
panies are Offering to the public. They are no longer merely 
railroads—they are transportation enterprises. 

“Though we have had considerably longer experience in 
this country with motor vehicles as commercial carriers than 
with airplanes, this occasion suggests a primary interest in the 
commercial airplane. 

“The airplane is now generally accepted as a practical and 
pleasant means of travel and, in addition, the commercial trans- 
prtation of passengers as a purely private enterprise has made 
an auspicious beginning in this country—sufficient to justify 
the prediction that the next four or five years will see commercial 
aviation permanently incorporated into the mechanism of our 
national life. 

“The Pennsylvania was the first railroad in America to 
register officially its confidence in the future of commercial 
fying and our recognition was accorded in a highly practical 
form—by supporting with our money and prestige what we be- 
lieve to be the best planned and most conveniently organized 
rail-air line in the world. The reference here is, of course, to 
the T, A. T.-Maddux Air Lines, in which the Pennsylvania owns 
a substantial stock interest. 

“Without entertaining any illusions concerning the com- 
mercial limits of airplane transportation, one can say very def- 
initely that it has a promising future and that it will be a con- 
siderable factor in the further progress of our civilization. Just 
what will be its ultimate status in the field of sober utility and 
how its usefulness to mankind will compare with that of the 
railroads and the motor car are questions that only experience 
can answer. While it is the fastest means of transportation 
today and a comfortable means of transportation, the factor 
of cost still remains the difficult bunker to be overcome by com- 
mercial aviation. 

“I am convinced, however, that rail-air service is here to 
stay. It rests on thoroughly sound foundations and meets genu- 
Ine economic and social needs of our people, and I feel that 
these needs are certain to grow as time passes. Rail-air trans- 
port doubtless will remain the framework around which all other 
forms of commercial aviation will expand. 

“The most auspicious thing about the development thus 
far of the airplane as a commercial carrier in this country is 
that we have started with cooperation between railroads and 
ar lines. That is getting off on the right foot. It means that 
we have reached the point where the idea of coordinated trans- 
port is being taken as a matter of course by everyone con- 
cerned, including the public.” 


AIR PASSENGER TRAVEL 


The increase in air passenger travel in the United States is 
shown in the traffic reports of American Airways, Inc., oper- 
ating company of the Aviation Corporation, for the first four 
months of the year, in which time approximately as many pas- 
_— were carried as in all of 1929. In these four months 
0, 20 passengers flew over the company’s lines, compared with 
“1,659 for all of last year. In April, 6,741 persons flew on the 
, erican Airways’ lines, an increase of 8.9 per cent over the 
umber in March, which set a new record for the number car- 


tied in a Single month. While the increase in the number of 


passengers was 8.9 per cent, the passenger revenue for the 
month mounted 13.2 per cent, indicating passengers are flying 
longer distances. A study of records for a recent 60-day period 
showed the average length of air trip on the company’s lines 
274.6 miles. 

Passengers carried by the T. A. T.-Maddux Air Lines in 
April increased 1,082, as compared with March. In April the 
total number of passengers carried was 5,165. The increase 
amounts to three eleven-passenger plane loads daily. The re- 
port reveals a total of 13,833 passengers have been carrier over 
the air line in the first four months this year, since the low 
rates have been in effect. The present rates are equal to and 
in several cases lower than rail-Pullman fares. A fleet of eight- 
een multi-motoried passenger planés is required daily to carry 
the traffic. In the first four months, the report states, planes of 
T. A. T.-Maddux lines have flown 726,956 miles, each month 
showing a substantial increase over the previous month. 


AIR SERVICES IN CANADA 
There were nearly one hundred companies engaged in com- 
mercial air operations in Canada on April 25, according to 
Brower V. York, of the aeronautics trade division of the De- 
partment of Commerce. Of this number, 10 were operating 
regular schedule services over 23 established routes having a 
total mileage of 6,944. 


BEACON FOR CANADIAN AIRPORT 


A sixty-foot beacon of 3,000,000 candlepower will be erected 
at Calgary, Alberta, on the top of the observation tower of the 
Hudson Bay Company’s store, according to a’ report received 
in the Department of Commerce from Assistant Trade Commis- 
sioner Herbert Barrett in charge, Winnipeg, Canada. In addi- 
tion to the brilliant white searchlight on the top of this huge 
structure, which will be directed toward the Calgary municipal 
airport, a bank of forty neon tubes, each twenty feet long, will 
be placed below, creating a crimson glow visible to flyers under 
all atmospheric conditions for a distance, it is claimed, of 130 
miles in every direction. 


AIR MAIL FROM MONTREAL TO S. A. 


Weekly air mail service from Montreal to South America 
began on May 2, 1930, according to a report to the Department 
of Commerce from Assistant Trade Commissioner L. A. France, 
Montreal, Canada. Mail is to be posted in Montreal by noon 
daylight saving time on Fridays. Canadian Colonial Airways 
Corporation planes are scheduled to leave St. Hubert airport 
at Montreal for Albany, whence mail will be carried by train 
to Newark airport, then by plane to Miami, arriving 1:45 p. m., 
Saturdays, to connect with a South American plane which 
leaves fifteen minutes later. It is estimated that the savings 
in time in transit of mail will amount to between ten and fifteen 
days, or, in some cases, nearly a month for the round trip. 
The following air mail rates for each half ounce are announced: 
Argentine and Uruguay, 60 cents; Cuba, 10 cents; Canal Zone, 
25 cents; Colombia, Ecuador and Venezuela, 35 cents; Peru, 
55 cents; Chile, 55 cents. 


AIR MAIL POUNDAGE 


Air mail poundage in April amounted to 671,391, as com- 
pared with 625,328 pounds in March, according to preliminary 
figures issued by the Post Office Department. 


LICENSED PILOTS AND PLANES 


A study by the aeronautics branch of the Department of 
Commerce shows that California and New York lead the nation 
in the number of licensed pilots, planes and mechanics. 

California stands first on the list of licensed pilots and 
mechanics with 2,244 and 1,582, respectively, while New York 
heads the list of licensed airplanes with 984. 

New York ranks second on the list of licensed pilots and 
mechanics with 1,153 and 810, respectively, while California 
occupies second place on the list of licensed planes with 886. 

Third place for licensed -pliots, planes and mechanics goes 
to Illinois with 671 pilots, 473 planes, and 505 mechanics. 

Texas is fourth in the number of licensed pilots and me- 
chanics with 640 and 462 (it has 267 licensed planes), and Ohio 
is in the same position on the list of licensed aircraft with 395. 
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(Ohio has 596 licensed pilots and 455 licensed mechanics, which 
entitles it to fifth place in those lists.) 

There are now nearly 12,000 licensed pilots, 8,500 licensed 
mechanics, and more than 6,600 licensed airplanes in the United 
States. Of the total number of licensed pilots, nearly 200 are 
women. There are four licensed women mechanics. 


AIR SPACE RESERVATIONS 


High explosive danger areas will be certified as air space 
reservations, on application from the owner, by the Department 
of Commerce, according to Clarence M. Young, Assistant Sec- 
retary of Commerce for Aeronautics. Areas once certified, if 
the public safety dictates, may be required to display distinc- 
tive day and night air markings in order that airmen may 
avoid them or fly over at a height sufficient to permit of a 
reasonably safe emergency landing outside of the danger area 
thus marked, which in no case should be less than 1,000 feet, 
according to Mr. Young. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended May 8 totaled 
942,899 cars, according to the car service division of the Ameri- 
can Railway Association. This was an increase of 35,725 cars 
above the preceding week, but a reduction of 109,036 cars below 
the same week in 1929. It also was a reduction of 35,154 cars 
under the same week in 1928. 

Revenue freight loading by districts the week ended May 3 
and the corresponding period of 1929 was reported as follows: 


Eastern district: Grain and grain products, 6.577 and 6,321; live 
stock, 2,072 and 2,170; coal, 39,905 and 40,282; coke, 2,666 and 3,361; 
forest products, 3,427 and 3,645; ore, 1,775 and 6,491; merchandise, L. 
C. L., 68,650 and 74,228; miscellaneous, 95,178 and 111,956; total, 1930, 
220,250; 1929, 248,454; 1928, 234,129. 

Allegheny district: Grain and grain products, 2,942 and 2,961; live 
stock, 1,683 and 1,649; coal, 39,677 and 40,857; coke, 4,858 and 5,910; 
forest products, 2,806 and 3,289; ore, 3,581 and 12,710; merchandise, 
L. C. L., 52,410 and 56,820; miscellaneous, 87,593 and 96,108; total, 
1930, 195,550; 1929, 220,304; 1928, 199,991. 

Pocahontas district: Grain and grain products, 240 and 202; live 
stock, 71 and 142; coal, 34,961 and 36,874; coke, 339 and 334; forest 
products, 1,302 and 1,779; ore, 203 and 40; merchandise, L. C. L.,, 
7,345 and 8,291; miscellaneous, 9,429 and 8,383; total, 1930, 53,890; 
1929, 56,045; 1928, 54,382. 

Southern district: Grain and grain products, 4,061 and 3,822; live 
stock, 1,247 and 1,424; coal, 18,761 and 20,003; coke, 497 and 571; forest 
products, 17,439 and 21,722; ore, 1,029 and 1,130; merchandise, L. C. L., 
40,403 and 41,243; miscellaneous, 54,231 and 57,747; total, 1930, 137,668; 
1929, 147,662; 1928, 148,519. 

Northwestern district: Grain and grain products, 9,060 and 9,735; 
livestock, 6,103 and 6,667; coal, 3,708 and 4,426; coke, 2,087 and 1,680; 
forest products, 15,554 and 18,314; ore, 22,126 and 41,166; merchandise, 
L. C. L., 32,002 and 33,231; miscellaneous, 40,177 and 44,031; total, 
1930, 130,817; 1929, 159,250; 1928, 124,679. 

Central Western district: Grain and grain products, 11,045 and 

10,643; live stock, 11,622 and 12,973; coal, 7,631 and 9,908; coke, 289 
and 339; forest products, 9,361 and 11,871; ore, 2,898 and 4,397; mer- 
chandise, L. C. L., 34,339 and 35,298; miscellaneous, 52,973 and 57,450; 
total, 1930, 130,158; 1929, 142,879; 1928, 137,922. 
_ Southwestern district: Grain and grain products, 5,131 and 5,100; 
live stock, 3,086 and 3,292; coal, 3,492 and 3,652; coke, 173 and 155; 
forest products, 7,147 and 8,033; ore, 784 and 578; merchandise, L. 
Cc. L., 15,713 and 16,474; miscellaneous, 39,040 and 40,057; total, 1930, 
74,566; 1929, 77,341; 1928, 78,431. 

Total, all roads: Grain and grain products, 39,056 and 38,784; live 
stock, 25,884 and 28,317; coal, 148,135 and 156,002; coke, 10,909 and 
12,350; forest products, 57,036 and 68,653; ore, 32,396 and 66,512; mer- 
chandise, L. C. L., 250,862 and 265,585; miscellaneous, 378,621 and 
415,732; total, 1930, 942,899; 1929, 1,051,935; 1928, 978,053. 


Loading of revenue freight in 1930 compared with the two 
previous years follows: 


1929 
3,571,455 
3,766,136 
4,815,937 
3,989,142 
1,051,935 


17,194,605 


RAILROAD EARNINGS 


The Commission's official statistics on operating revenues 
and operating expenses of Class I steam railroads for March 
and the three months ended with March, 1930 and 1929, for 
the United States, compiled by its Bureau of Statistics from 
carrier reports, follow: 


1928 
3,448,895 
3,590,742 
4,752,559 
3,740,307 

978,053 


16,510,556 


Four weeks in January 
Four weeks in February 
Five weeks in March 
Four weeks in April 
Week ended May 3 


Total 


MARCH 
1930 


242,333.16 


1929 
Average number of miles operated 242,126.84 
Revenues: 

Freight $ 345,203,806 


$ 393,861,998 
Passenger *61,787,893 


771,890,136 
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Expenses: 
Maintenance of way and structures 
Maintenance of equipment 
Traffic 
Transportation 
Miscellaneous operations 
General 


61,620,176 
93,973,940 
10,889,337 
164,859,670 
4,597,257 
16,350,316 
1,011,932 


.. 351,278,764 
101,437,790 
30,145,796 
92,065 
71,199,929 


8,053,456 
2,072,245 


61,074,228 
77.59 


Net revenue from railway operations....... 
Railway tax accruals 
Uncollectible railway revenues 


Railway operating income 


Equipment rents—Dr. balance 
Joint facility rent—Dr. balance 


Net railway operating income 
Ratio of expenses to revenues (per cent).. 


THREE MONTHS 
1930 


Average number of miles operated 242,354.59 
Revenues: 
Freight 
PE. 600064060 cccnsdsanae see osene ee 
Mail 
Express 
All other transportation............ eae 
Incidental 
Be ee ere 3,229,811 
EG SS i iss Sesist ic cnbveecese es 938,902 


eeee 1,331,982,485 


$1,010,366,141 
4193, 487,894 
27,824,829 
27,356,159 
43,149,500 
27,507,053 


Railway operating revenues... 


Expenses: 
Maintenance of way and structures.... 
Maintenance of equipment 
Traffic 
Transportation 
Miscellaneous operations 
General 
Transportation for investment—Cr 


169,707,086 
279,128,739 
32,950,513 
496,046,687 
13,942,661 
49,407,504 
2,764,699 


1,038,418,491 
293,563,994 
88,372,893 
274,049 
204,917,052 


22,683,186 
5,980,238 


176,253,628 


77.96 


Railway operating expenses 
Net revenue from railway operations 
Railway tax accruals 
Uncollectible railway 

Railway operating income 


Equipment rents—Dr. balance 
Joint facility rent—Dr. balance 


Net railway operating income 


Ratio of expenses to revenues (per cent).. 
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66,189 1 9 
102/388 i 


10,358, 699 


377,757,671 


139,805,64 
32'619 404 
123,493 


107,062,749 
7,512,503 


2,145,712 
97,404,597 
72,99 


1929 
242,126.45 


$1,124,879 149 
4215,279,580 
629,120,219 
31,466,772 
49,480,647 
28,859,564 
3,093,672 
955,094 


1,481,224, 502 


180,155,104 
296,998,221 
31,310,597 
529,913,478 
14,074,378 
47,948,969 
2,340,404 


1,098,060,343 
383,164,159 
95,577,395 
278,999 
287,307,765 


21,935,142 
6,048,839 


259,323,784 
74.18 


*Includes $3,185,789 sleeping and parlor car surcharge. 


fIncludes $3,376,164 sleeping and parlor car surcharge. 
tIncludes approximately $1,364,227 back mail pay. 
Includes $9,447,302 sleeping and parlor car surcharge. 


4includes $9,894,444 sleeping and parlor car surcharge. 


asIncludes approximately $1,429,492 back mail pay. 


NUMBER OF RAIL EMPLOYES 


Class I railroads the middle of March had 1,547,513 em 
ployes, a decrease of 4.97 per cent aS compared with the num- 
ber in March a year ago and a decrease of 4.85 per cent as 
compared with the number in March, 1928, according to com 
pilations made from carrier reports by the Bureau of Statistics 


of the Commission. 
mission follows: 


The complete table issued by the Com- 


Number of employes at middle of month for March, 1930, and 
per cent decrease from March, 1929 and 1928, class I steam railways: 


Number 
of em- 
ployes 
March, 
1930 
16,934 
263,139 


Group 
Executives, officials and staff assistants.... 
Professional, clerical and general..... aaa 
Maintenance of way and structures 
Maiantenance of equipment and stores 
Transportation (other than train, engine and 
yard) 
Transportation (yardmasters, switch tenders 
and hostlers) ° 
Transportation (train and engine service).. 


187,110 


21,017 
291,551 


1,547,513 


A HALF-AND-HALF STATION 
A new union station and its track facilities 


Total, all employes 


jointly by the Missouri Pacific, Texas & Pacific, St. 


1929 192 


Per cent de- 
crease number 
employes, from 
March, March 


998 

Bt 
3.11 
2.01 
I: 


is 
4,80 
6.07 
5.42 


4.85 


constructed 
Louis & 
t a cost 


Southwestern and Kansas City Southern railroads, at 
of more than $1,500,000 and officially opened for service May 
12, at Texarkana, is a uniquely situated structure. Half of the 
building is in Texas and the rest in Arkansas. Texarkana is 
on the state boundary line. Initial officials of the four railroads 
attended the dedication ceremony. 


Mail 9,560,553 
11,109,438 
14,934,168 
9,359,915 
1,085,025 
324,244 

452,716,554 


$11,046,939 
12,835,990 
17,279,095 
9,942,245 
1,040,782 
333,867 
517,563,318 


All other transportation 
Incidental 
Joint facility—Cr 
Joint facility—Dr 
Railway operating revenues nee 








89,139 
38, 1088 
8, 699 
05 5 1)55 
6,193 
89, 12] 
19 109 


51,677 


05,641 
19,405 
23,493 
52,749 


12,503 
45,719 


04,597 


" 
72,99 
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“tae ACCELERATOR” 
100% ON TIME 


UP TO DATE OF GOING TO PRESS 


fr more than 2 months 


NOTHER great record has 
been set up by these two 
leaders of the Pennsylvania’s fa- 
mous “Limiteds of the Freight 
Service.” 


Week after week, for more than 
two months, The Standard, west- 
bound, and The Accelerator, east- 
bound, have borne their cargoes 
of merchandise between Pitts- 
burgh, Toledo and Detroit safely, 
swiftly —100% on time. 


To the Industrial Traffic Man- 
agers of these important cities 
this record bears a special sig- 
nificance. It is tangible evidence 
of the “silent revolution” in 


transportation — the amazingly 
increased efficiency of the na- 
tion’s Carriers. 


“Scheduled” freight transpor- 


* tation, with the assurance of on 


time arrival, is making it pos- 
sible for progressive manufac- 
turers to whittle down inventor- 
ies, speed turnover, open new 
and profitable markets, do more 
business with less capital in- 
vestment. 


To Industrial Trafic Managers 
the Pennsylvania offers these 
three business weapons—accu- 
rate schedules—on time arrival 
—complete passing reports. 





SIX ON TIME LEADERS 


Here are six of the Pennsylvania’s fa- 
mous ‘‘Limiteds of the Freight Service.’”’ 


THE THOROUGHBRED 
Live Stock 
Indianapolis to Pittsburgh and 
Seaboard Cities 


THE RENOWN 
Perishable— Merchandise 
Louisville to Chicago 


THE PEERLESS 
Merchandise 
Pittsburgh to Chicago 


LIGHTFOOT 
Perishable Freight 
Columbus to Chicago 


THE DIXIE 
Merchandise 
Toledo to Columbus and Cincinnati 


SPARK PLUG 
Live Stock— Perishable 
Cincinnati to Pittsburgh and 
Seaboard Cities 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions a practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of Letty np oe mes herein contemplated. If a 
more comprehensive answer to a question is desired than is thought pees for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 


DOO Ooo Oo Boe Hoe Oe Bee oo See Bor Bor Soe Gor Gor Gor Gor Gor Goo W eB oo Gor Goo Boe Oo Gee Gor Bo Gor Hoe Go Por Hoe Go Poe Pee Por Gro Gor Gu 


Tariff Interpretation—Application of Combination Rule 


Wisconsin.—Question: I would like to have your opinion 
on the following traffic question. We recently had a shipment 
of stone moved from a point in Maine to a station in Minnesota. 
The through rate is based on a combination over Kewaunee, 
Wis., and Minnesota Transfer, Minn. The rate from Maine to 
Kewaunee is not subject to Jones’ Combination Tariff; neither 
is the rate from Kewaunee to Minnesota Transfer subject to 
the combination tariff, but the rate from Minnesota Transfer 
to destination is subject to this combination tariff. 

Will you kindly advise if, under the Commission’s decision 
in the Sligo case, all the factors in this rate should be reduced? 
It appears to me that only the factors from Kewaunee to Min- 
nesota Transfer and from Minnesota Transfer to destination 
should be reduced. If all of the factors were to be reduced 
it appears that there would be a discrimination against Min- 
nesota Transfer, for on traffic destined to that point no reduction 
of the factors would be made. 

Furthermore, it does not appear fair for the destination 
line to stand the entire shrink, for in this case the rate beyond 
Minnesota Transfer was but eight cents and the shrink, if all 
three factors were reduced, would be five cents. 

Answer: In Sligo Iron Store Company vs. W. M. Ry. Co., 
62 I. C. C. 648 and 73 I. C. C. 551, the Commission held that 
the publication of the so-called combination rule in the A. T. & 
S. F. Ry. tariff to which the originating and intermediate car- 
rier were not parties, the through raté being based on a com- 
bination of locals, was a holding out of a manner of making 
combination rates on through shipments, which the A. T. & S. F. 
Ry. must protect, or, in other words, that the local rate of the 
A. T. & S. F. Ry., when used as a factor of a combination rate, 
was modified by the note published in connection with it re- 
lating to the manner of constructing combination rates to the 
extent necessary to protect a through rate constructed as pro- 
vided by the note; that the carriers which performed the trans- 
portation up to the point at which the A. T. & S. F. Ry. re- 
ceived the shipment were entitled to their full local rates. 
The Commission’s decision. in the above referred to case is 
applicable whether the combination rule is published in the 
tariff naming the factor of the combination or reference is made 
in such tariff to Agent Jones’ Combination Tariff. Raleigh 
Savings Band & Tr. Co. vs. A. C. L. R. Co., 147 I. C. C. 171. 

With respect to the discrimination, this is a matter aside 
from, and not affecting the application of the provisions of the 
combination rule. 


Transit—Partial Unloading—Liability of Switching Carrier 


Indiana.—Question: A car in through movement was deliv- 
ered to a switching line for partial unloading by the consignees 
on their tracks, the car being returned to the road-haul carrier 
for forwarding to final destination. The question arises as to 
which carrier is responsible for the supervising of the partial 
unloading and to see that the remainder of the shipment is 
properly prepared for further movement. The switching line 
applied seals after the unloading was finished. Would respon- 
sibility rest with the road receiving the road haul or would it 
rest entirely with the switching line? 

Answer: In Missouri Pacific R. R. Co. vs. Reynolds-Davis 
Grocery Co., 268 U. S. 366, the Supreme Court of the United 
States held that where the switching charges of a carrier were 
absorbed by the line-haul carrier, the latter carrier was liable 
for loss occurring while a shipment was in the possession of 
the switching line, the latter being the agent of the line-haul 
carrier. Under the principle of this case, if the charges of the 
switching carrier are absorbed by the line-haul carrier, the latter 
is responsible, as principal, for the proper performance by the 
switching carrier of its duty in the handling of a shipment 
which is stopped in transit for partia] unloading on the rails 
of the switching carrier. 
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It is otherwise, however, if the charges of the switchip I 
are not absorbed by the line-haul carrier, the SWitching ling in 
being the agent of the line-haul carrier, but a participating 
rier in the through movement. Gr. 


Delay—Liability of Carrier Where Shipment Caught in Floog 


Pennsylvania.—Question: On March 13, 1929, we ship 
from our factory at A, North Carolina, one crated davenport oa 
one crate containing two chairs, to our customer in B, Ky 

The davenport arrived and was delivered without eXceptip 
but the crate of chairs reached destination astray, ang a 
caught in a flood at C, Tenn., and the chairs badly damaged by 
water and mud. 


We accordingly filed claim with the transportation company 
for damage to this shipment, which was declined under sectig, 
1, paragraph B, of the standard bill of lading. ‘ 


It is our contention that this section of the bill of lading 
does not cover this particular situation, and feel that this js , 
question of liability due to negligence on the part of the carrier 
in allowing this one crate to stray from the balance of the 
shipment, causing delay, which was primarily the reason for 
the crate of chairs being caught in the flood. 


We have advised the carrier to this effect, but they stjj 
maintain declination under section 1, paragraph B, of the bjjj 
of lading is correct; consequently would thank you to let ys 
have your opinion on this case and advise if you can locate 
any record of similar cases which have been in suit. 


Answer: A carrier is not liable for loss or injury to goods 
caused by an act of God.- An act of God is an inevitable or 
unavoidable accident not attributable to human agency. Floods. 
earthquakes and cyclones are generally regarded as furnishing 
an exception to the carrier’s liability, provided they could not 
have been foreseen, or the carrier had knowledge in time to 
have protected shipments in the course of transportation. 


There are two lines of decisions applicable to instances 
where goods are damaged through an act of God, such as a 
flood, where the goods would not have been injured or de. 
stroyed but for negligence on the part of the carrier. Certain 
of these cases hold that if the negligence of the carrier con- 
tributed with the act of God, causing the loss or injury, the 
carrier is liable. A. G. S. vs. J. A. Elliott & Son (Ala), 4 
Sou. 748; Leonard Produce Co. vs. U. P., 180 Ill. App. 415; Green- 
Wheeler Shoe Co. vs. C. R. I. & P. (Iowa), 106 N. W. 498. Other 
decisions, including those of the federal courts, hold that the 
carrier is not liable unless it clearly appears that the injury 
was due solely to the negligence of the carrier. Dolan Friit 
Co. vs. Davis, 196 N. W. 168; A. T. & S. F. vs. Henry (Kan), 
97 Pac. 465; Empire State Cattle Co. vs. A. T. & S. F,, 135 Fed. 
135 (affirmed), 147 Fed. 457; Memphis Ry. Co. vs. Reeves, 10 
Wall (77 U. S. 176); Denney vs. N. Y. C. R. R. Co., 74 Am. 
Dec. 645. 

In other words, there are two lines of cases, one holding 
that in respect to property destroyed by flood while being trans- 
ported by a common carrier, if the carrier negligently delayed 
the shipment and the goods were overtaken in transit and dam- 
aged or destroyed by an act of God which would not have 
caused the damage had there been no delay, the carrier 3s 
liable even though the act of God could not reasonably have 
been anticipated. Other cases hold to the contrary. 


Bills of Lading—Liability of Common Carriers Under Uniform 
Bill of Lading Contract Terms and Conditions 


Maryland.—Question: Under section 20 of the interstate 
commerce act the Cummins amendment provides that it is uD- 
lawful for the carriers to in any way attempt to limit or cut 
down their liability as existing at common law. 

I am unable to reconcile this portion of the law with rule 1 
of the Consolidated Freight Classification, paragraph 3, which 
provides that a shipper desiring to ship at full common carrier 
liability as provided by the common law and federal and state 
statutes, in lieu of shipping under the terms and conditions of 
the uniform bill of lading, must pay a charge 10 per cent (with 
a minimum of 1 per cent per hundred pounds) above the rates 
published in the tariff. ro 

This would seem to indicate that the bill of lading —, 
in some way actually reduce the carriers’ liability below wha 
it would be at common law, and, in fact, my understanding 
is that certain provisions of the bill of lading are at — 
with the common law rule of liability, for instance, that i 
of section 1, paragraph (b), where the carrier is poy 
liability from loss or damage arising from riots, oF st s 
except in such cases where negligence on the part of the cary! 
can be proved. = t the 

I further understand that the terms and conditions 0 be 
Uniform Bill of Lading have been approved by the “on 
Commerce Commission, which further complicates the mé4 
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Often the difference between 
profit and loss on a shipment is 
just the difference of a few days’ 
delay in transit. Avoid expensive 
delays by routing 


via HOUSTON 
The Direct Route 


Houston maintains 19 fast freight 
schedules with every part of the 
country and 63 steamship lines 
make connections with every cor- 
ner of the globe. In addition the 
consulates of seven of the Latin- 
American countries are concen- 
trated through one office which 
Saves an enormous amount of 
time and “red tape” for those 
whose business connections are 
numerous in these countries. 


The Houston Port Bu- 
reau functions for 
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the nearest office be- 
low for further infor- 
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in my mind, when the strict prohibitions of section 20 against 
limitation of liability are in mind. 

Answer: In its report in Docket 4844, In the Matter of 
Bills of Lading, 52 I. C. C. 671, the Commission discusses, under 
the subject, “Liability of Common Carriers Under the Common 
Law,” the question you raise. The Commission, on pages 679, 
680 and 681, said: 


Under the common law as it has been developed to the present 
day in its . Es to modern transportation conditions and prac- 
tices, there has been little or no relaxation of the rigor of the rule 
of the common carrier’s liability, but the exceptions have been ex- 
tended to include loss, damage, and injury due to other causes, and 
a common carrier is now regarded as an insurer of the goods in- 
trusted to its care and custody for transportation and as liable for 
all loss, damage, or injury occurring to the goods while they are held 
by it in its capacity of a common carrier, except when such loss, 
damage, or injury is caused by: (a) The act of God; (b) the public 
enemy; (c) the act of the shipper himself; (d) public authority; (e) 
or the inherent vice or nature of the goods. Generally a common 
carrier can not, under the common law, exempt itself from the con- 
sequences of its own negligence or willful act at any time or under 
any circumstances in the handling of goods and, therefore, even 
when loss is occasioned by or results from one of the excepted perils 
against which it is not otherwise held as an insurer, it will never- 
theless be liable for any failure to use the degree of care that would 
have prevented or minimized losses resulting from the expected 
causes. This liability of common carriers as insurers of the goods 
they transport is thus shown to inhere in the peculiar relationship 
existing between the carrier and the shipper. 

So the law is now settled, both in this country and in Eng- 
land, that a carrier may, unless forbidden by statute, limit or re- 
strict, or even extend and enlarge, its common-law liability. Such 
contracts must, however, be invested with all the requirements of 
validity attaching to other forms of contract. Mutual assent and 
a valuable consideration must exist to support the assumption by 
the carrier of more than its common-law risks or, on the other hand, 
to support a restriction or limitation of those risks. A consideration 
for the latter is usually found in the agreement by the carrier to 
apply a lower or, as it is expressed in the governing freight classi- 
fications in effect in this country, ‘‘reduced’’ rate, and this is a 
sufficient consideration. 


Tariff Interpretation—Application of Paragraph 3 (b) of Rule 34 
of Classification 


Massachusetts.—Question: Would you be kind enough to 
give us any information that you can concerning the following 
claim that we filed with the carriers for an overcharge on 
weight, resulting from the failure of the carriers to supply the 
size car as ordered by the shippers, but who supplied two smaller 
cars. 

This claim has been declined by the carriers, and they 
base their arguments on rule 34, section 3, paragraph B, which 
reads, in part, as follows: 


If the carrier is unable to supply the car as ordered, and fur- 
nishes two shorter cars, one of the cars, the longer of the two being 
of different lengths, and subject to different minimums, subject to 
the minimum weight fixed for such cars, and the remainder of the 
shipment loaded in or on the other car shall be charged actual or 
estimated weight. ' 


Although this section of rule 34 clearly indicates that the 
carrier is correct in assessing charges on a minimum weight 
on one car and the actual weight on the other car, it is our 
contention that we should not be compelled to pay higher 
charges on the furniture because of the carrier’s inability to 
furnish the car as ordered. 

The shipper ordered a 42-foot car for the furniture, and 
the actual weight of the furniture was 16,975 pounds, and could 
have been loaded into this car, but the carriers assessed charges 
on a minimum weight of 12,000 pcunds for one car and 7,200 
pounds on the overflow, or actualiy making an overcharge in 
weight of 2,225 pounds. 


Can you give us an interpretation as to why this clause 
is included in the classification on box cars when further 
on in this section of the rule as quoted “pertaining to articles 
of such a length that could have been loaded in the car of size 
as ordered shall not be in excess of the minimum carload weight 
applicable to the car as ordered, unless the weight is in excess 
of such minimum.” 

We have had several claims of this nature with the car- 
riers, and we would like to have any information you can give 
us so that we will have a definite understanding with the car- 
riers concerning such claims. 

Answer: The provisions of section 3 (b) of rule 34 of the 
classification reading “subject to the minimum weight fixed for 
such car and the remainder of the shipment loaded in or on 
the other car shall be charged at actual or estimated weight 
at the carload rate” was before the Commission in Dallas Trans- 
fer Co. vs. S. P. Co., 115 I. C. C. 658. 

In this case the Commission held that the carrier’s two-for- 
one rule was and for the future would be unreasonable in that 
it failed to provide for the assessment of charges on the mini- 
mum weight provided for the larger car ordered, unless the 
actual weight exceeds such minimum, subject to the proviso 
that the shipment could have been loaded in the car ordered. 
The carriers apparently have not considered that the Commis- 
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sion’s report in the above case requires a modifica 
34, as published in the Consolidated Classification. 


Damages—Measure of—Shipmént Injured While Bein 
to Shipper 


Colorado.—Question: Merchandise is sold to ¢ 
the basis of f. o. b. destination. When shipment 
billed destination, same is refused because of som 
shipper, such as not the right color, size, etc. 

Shipment is ordered returned by shipper, all charges | 
follow, and when delivery is made to the origina] Shipper 7 
is damaged beyond repair. Damage was not sustained Until 
the return move. When delivery was made, storage at origina 
destination, plus transportation charges on the return Mov. 
was paid. The transportation charges on the outbound we 
were prepaid. 

If the selling price of this article is $25, freight charges 
of $3.50 are prepaid when shipment is forwarded, ang $3.50 
paid as transportation charges for the return move, what is the 
element of claim? 

I will appreciate your advice as to how such caseg wouig 
be applied to freight and express shipments. 

Answer: The carrier is not responsible for the failure 
of the consignee to accept the shipment in question ang is 
therefore entitled to retain the transportation charges for the 
original movement and, in addition thereto, the storage charges 
which accrued prior to the time it was instructed to return the 
shipment to the original point of shipmnet. 

Where goods intrusted to a carrier for shipment are injured 
through cause for which the carrier is responsible, the owner 
of the goods is entitled to recover the difference between the 
value of the goods at the time and place of delivery in an wp. 
injured condition, and their value in the depreciated condition 
in which they were delivered, less the freight charges to the 
point of destination, if they have not been paid. 

If the goods have a substantial value the consignee must 
accept the same and may recover the amount of his damage, 
determined in the manner above stated, from the carrier, 

If, however, the goods have no substantial value, the con. 
signee need not accept delivery thereof and may recover the 
full value of the goods. 

The above is a statement of the rule which ordinarily gov. 
erns in the determination of the measure of damage for injury 
to goods by a carrier while in the course of transportation. 

In the instant case, the goods having been injured while 
being returned after having been refused by the original con 
signee thereof, have in a strict sense, no destination value in 
that they are not being transported to the point of sale or de 
livery under a contract of sale or for sale. 

It seems to us that damages in the instant case should 
be measured by the replacement value of the goods at point 
of manufacture, plus freight charges. See, in this connection, 
the decision of the Supreme Court of the United States in 
Illinois Central R. Co. vs. Crail, decided February 24, 1930, in 
which case the court said: 


tion of Tule 
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© error by 


There is no greater inconvenience in the application of the one 
standard of value than the other and we perceive no advantage t 
be gained from an adherence to a rigid uniformity, which would 
justify sacrificing the reason of the rule, to its letter. The test 0! 
market value is at best but a convenient means of getting at the 
loss suffered. It may be discarded and other more accurate méals 
resorted to if, for special reasons, it is not exact or otherwise not 
applicable. See Wilmoth vs. Hamilton, 127 Fed. 48, 51; Theiss vs 
Weiss, 166 Pa. St. 9, 19; Pittsburgh Sheet Mfg. Co. vs. West Penn 
Sheet Steel Co., 201 Pa. St. 150; Williston on Contracts, sections 
1384, 1385. In the absence of special circumstances, the damage fo 
shortage in delivery by the seller of fungible goods sold by quantit) 
is measured by the bulk price rather than the price for smaller quan- 
tities, both at common law, see Morgan vs. Gath, 3 H. & C. 7 
Avery vs. Wilson, 81 N. Y. 341, and under Sec. 44 of the Uniform 
Sales Act. Likewise, we think that the wholesale market price 's 
to be preferred as a test over the retail when in circumstances like 
the present, it is clearly the more accurate measure. 


The same considerations govern with respect to express 
shipments, subject to the limitations set forth in our answé! 
to “California,” on page 1128 of the April 26, 1930, Traffic World, 
under the caption, “Damages—Express Charges,” in s0 far 48 
shipments, the value of which exceeds the released rate on which 
the shipment is moving, are concerned. 


Tariff Interpretation—Application of Switching Charge Between 
Designated Industries and Connecting Carriers Where |r 
dustry Has Been Removed from Track 
South Dakota.—Question: For several years John Doe . 

operated a scrap iron yard adjacent to a team track of 6i 

railroad and has had duly published a switching rate of $3.0) 

to connections with other carriers. This rate is published 4 

a tariff on file with the Commission. The yard has been locate? 

on privately owned, leased, land: Effective March 15, the lease a 

pired and was canceled and the yard vacated. The stock ae 

moved to another yard some 300 feet distant. The track servi 
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the old yard is used as a team track and also serves other indus- 
tries. In other words, the track is used for general purposes, the 
industries having published switching rates to connections. The 
tariff still carries a switching rate of $3.60 from John Doe’s 
yard. The railroad insists that Mr. Doe cannot use this track, 
under the tariff, because his lease has been canceled, even 
though the rate remains in effect, and, further, they stand on 
the ground, that he must haul to this track for loading and, 
therefore, the switching rate cannot be applied as from an 
industry to connections. It is my contention that, so far as 
the rail carrier is concerned, Mr. Doe’s status has not changed 
in any particular and that they have no interest in his trans- 
ferring to other property and simply because he may have to 
haul, or load direct into the cars, is not material. 

There is a further circumstance involved. The carrier will 
permit Mr. Doe to load, at the same point, traffic on which Y 
carrier receives a line haul. The basis of refusal hinges on 
the point that Mr. Doe is not an industry since March 15 
because he has to haul some 300 feet to load. The term in- 
dustry is construed by the carrier to mean “loading direct from 
the yard into the car,” and not involving any other hauling. 
The inconsistency of this stand seems to me to be clear. The 
carrier is not nor may it be concerned with any physical act or 
condition of industries which it serves, The refusal to switch 
to connections is plainly for the purpose of retaining the line- 
haul movement. The contention is made that if Mr. Doe has to 
haul to load on Y railroad tracks he can just as well haul to 
connections, but I do not believe this is proper justification. 

Will you kindly give your opinion, citing court and Com- 
mission decisions? 

Answer: Unless the switching charge applies from any 
loading point on the track which is used as a team track and 
industry track, as well as from specifically named industries, it 
is our opinion that John Doe is not entitled to have his freight 
switched to connecting lines by X railroad, for the reason that 
there is no charge for the service, John Doe having no industry 
on the track. See Shanks & Gannon Construction Co. vs. C. C. C. 
& St. L., 102 I. C. C. 462. The basis for our conclusion is that 
a switching charge published to apply from designated indus- 
tries applies only from industries actually located on tracks 
serving such industries and not from any point on tracks over 
which the carrier operates in a terminal district. It is to and 
from the industry that the charge applies, the industry marking 
the point to and from which cars will be switched under the 
rate. When the industry has been removed that which marks 
the place to which cars will be switched is eliminated and 
nothing is left to designate the point or place to which the car 
is to be transported at the published rate. The situation is 
similar, in our opinion, to the situation involved in Central Iron 
& Coal Co. vs. Director-General, 77 I. C. C. 300, in which case 
the Commission holds that a distance rate is a legal rate only 
when distance can be determined from a tariff publication with 
the same definiteness as the quantum of the rate itself. 

As to the reasonableness of the carrier’s refusing to pub- 
lish a charge, see the decision in the cases cited in our answer 
to “New York,” on page 1516, of the June 16, 1928, Traffic World, 
under the caption, “Switching—Delivery on Public or Industry 
Tracks When Originating at Competitive Points.” 


of Actions—Two-Year-and-One-Day Provision of 
Section 2, Paragraph (b), of Bill of Lading 


Illinois —Question: We are having considerable difficulty 
with carriers in determining the last part of conditions to 
Uniform Bill of Lading, under section 2, paragraph (b), which 
reads as follows: 


Limitation 


Suit shall be instituted not later than two years and one day 
after notice in writing is given by carrier to the claimant that the 
carrier has disallowed the claim or any part or parts thereof speci- 
fied in the notice. 


1. Will you please advise if a carrier declines a small part 
of the original amount of the claim and offers to pay the bal- 
ance, does it start the two-year-and-one-day period running on 
the entire amount of the claim? 

2. Again, if the amount of claim has once been declined and 
then six months afterward a partial offer in settlement is made, 
is the full amount of the claim outlawed as per first letter of 
declination? 

3. We have another proposition wherein the claim was sea- 
sonably filed and included both overcharge and loss and dam- 
age and the carrier declined the claim so far as the overcharge 
proportion of same is concerned. Does such a letter have any- 
thing to do or disallow or start the statute to run on the loss 
and damage proportion of ihe claim? 

If you can give us any citations or decisions that we can 
check up relative to same, it will be appreciated. 

Answer: With respect to your first question, it is our opin- 
jon that the two-year-and-one-day period runs from the date of 
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the declination of the small part of the claim. The © 
states that the two-year-and-one-day period runs from thea 
allowance of the claim or any part or parts thereof tt * 
compromise offer of the carrier is not accepted and f the 
brought, the lapse of two years and one day from the = is 
the disallowance of this part of the claim may be pleaded . 
a defense to the suit. . ed as 
In regard to your second question, it is our Opinion 
in accordance with the decision in A. C. L. R. Co. ys, Wat _ 
Fruit Growers’ Association, 118 So. 52, a compromise oe ula 
a denial or disallowance of the claim and in the instance ‘f . 
cite it constitutes a continuing disallowance of the claim: he: 
unless the compromise basis is accepted or suit is proy tt 
within two years and one day from the date of the ori ~~ 
declination of the claim, no recovery may be had. -_ 
In answer to your third question, it is our opinion that the 
disallowance of the overcharge portion of the claim hag no Tela. 
tion to that portion of the claim covering loss or damage oe 
portion constituting a separate and distinct cause of ~m 
and governed by different limitation provisions of the act.’ 
We can locate no decisions of the courts other than the 
case above referred to which relate to this question. ; 


Tariff Interpretation—Extent to Which Commodity Description 
in Tariff Is Limited or Qualified by Governing Classification 


ilinois—Question: E. B. Boyd’s Tariff 169 F, Lc ¢ 
A-2026, names rates on paper and paper articles between Wis. 
consin points and Chicago, Ill., and other destinations. ; 

Item 120, on page 15, under the heading of Application of 
Rates, shows a grouping of paper and paper articles. Under 
Group A is listed newsprint paper. Under Group B is liste) 
various grades of paper, including printing other than nevws. 
print paper. Under the Application of Rates there is no descrip. 
tion of newsprint paper or requirements necessary for a paper 
to be entitled to a newsprint paper rate. 


The title page of this tariff reads as follows: “Governed. 
except as otherwise provided in tariff, by the Western Classif. 
cation No. 60, R. C. Fyfe’s I. C. C. No. 18, by exceptions thereto, 
circular II, No. 12, E. B. Boyd’s I. C. C. A-1914.” Keeping in 
mind the fact that the Application of Rates does not carry the 
description of newsprint paper and the title page states “Gov. 
erned, except as otherwise provided in tariff by the Westen 
Classification,’ are we or are we not compelled to take the 
description from the classification for the qualification of news. 
print paper under rates named in the above mentioned tariff’ 


Answer: In our opinion, when we consider the elaborate 
segregation of paper and paper articles into lettered groups 
and the assignment of a separate rate basis thereto in the case 
of Agent Boyd’s Tariff 169, I. C. C. A-2066, there was no inten- 
tion on the part of the framers of this tariff that the classifica- 
tion proper or the exceptions thereto should play any part 
in limiting or qualifying the commodity descriptions therein. 
For this reason, we think the term “Newsprint,” as used in 
Group A in this tariff, means all kinds of newsprint, irrespective 
of any qualifications which may be publised in conjunction with 
that description in the classification. In Frost & Co. vs. Di 
rector-General, 57 I. C. C. 755, there was a commodity rate on 
“Soya Bean Oil.” The commodity description did not state 
whether it applied on oil in solid or in liquid form. The ship- 
per tendered oil in solid form and the carrier applied the class 
rate, contending the commodity rate was limited to oil in liquid 
form. The Commission said: 


Inasmwch as the commodity tariff provided a rate on “oil, soya 
bean” only and as the solidified oil was set out in the classification 
the 5th class rate was charged on the shipments. Defendants con- 
tend that the commodity rate was intended to apply only on oil in 
its liquid form. The term was generic and as the tariff did not limi! 
application to the liquid oil the commodity rate was applicable to 
the shipments. 


In Colorado Culvert & Flume Co. vs. A. T. & S. F, # 
I. C. C. 160, the commodity tariff named rates on iron or steel 
pipe; the classification named rates on iron or steel culverts, 
also separately on iron or steel pipe. The carrier contended 
that because these shipments were called “culverts” by the trade 
because the classification classified them separately, the com 
modity rate on pipe was not applicable, and that culverts being 
designated more specifically in the classification than pipe was 
in the commodity tariff, the class rate should be applied. The 
Commission held that the rule that the specific takes precedence 
over the general has no application where one rate is 4 col 
modity rate and the other a class rate. “In such cases,” it says, 
“the commodity rate applies.” See also Badger Lumber & Coal 
Co. vs. A. T. & S. F, 152 I. C. C. 629, and Colorado Culvert & 
Flume Co. vs. A. T. & S. F., 83 I. C. C. 267, to the same effect. 
The Commission further said in the case first cited that de 
fendants’ tariff did not in any manner restrict the applicatio? 
of the commodity rates to any particular kind of pipe, other 
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Roanoke 








Between Virginia, the Caroliiias and the Mid-West 





“THE POTATO SPECIAL” —a daily Norfolk and West- 
ern freight train, is operated from Norfolk, where direct 
interchange is made with the Norfolk Southern Rail- 
road; and from Petersburg, point of direct interchange 
with the Atlantic Coast Line Railroad, to Cincinnati and 
Columbus, where connections are made with the trains 
of other lines serving the Mid-West. 


This outstanding service provides third morning delivery 
at Cincinnati and Columbus from Virginia and Eastern 
Carolina shipping districts; and fourth morning delivery 


at Chicago, Cleveland, Detroit, Toledo, and other points 


similarly located. 


Norfolk *“ Western Railway 


Virginia 
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than iron or steel, riveted or welded, and held these shipments 
were simply culvert pipe. 

The Commission’s holdings with respect to this question are, 
however, not consistent. In Cleveland Akron Bag Co. vs. W. & 
L. E., 93 I. C. C. 694, shipments consisted of woven paper bags. 
There was a commodity rate on “paper bags” available, but 
class rates were applied. The shipper contended that the com- 
modity rate was applicable. The Commission said: “In view 
of the fact that the classification provided a specific rating on 
woven paper fabric bags, we cannot agree that the broad de- 
scription used in connection with the commodity rate on paper 
bags took complainant’s article out of the classification.” Also 
in Milne Chair Co. vs. A. C. L., 102 I. C. C. 165, it held that thin 
lumber sold as veneer was a kind of lumber, but that inasmuch 
as the classification provided a more specific description for 
veneer than did the commodity lumber tariffs, the class rate 
was applicable to veneer. 





Digest of New Complaints 





No. 23384. Sub. 
mm. 2. e al. 

Unreasonable rates, and charges, coal, 
points to Bernie, Mo. Asks reparation. 
_— National Zinc Co., Inc., New York, N. Y., vs. 
et al. 

Rates and charges in violation sections 1 and 3 of act, acid, 
Bartlesville, Okla., to points in Kansas, Missouri, Iowa and Ne- 
braska. Competitors at St. Louis, Peoria, Chicago and Little 
Rock preferred. Asks rates and reparation. 

No. 23409. Globe Grain & Milling Co., Los Angeles, Calif., vs. S. P. 
Alleges defendant has exacted and complainant has paid and/or 
surrendered transit tonnage (grain and feed) which at time was 
and now is unjust and unreasonable and in excess of requirements 
of governing tariffs in violation of sections 1 and 6 of act. Asks 
reparation and other relief. 
No. 23410. Epstein-Douglas Co., Inc., Boston, Mass., vs. B. & A. et al. 
Rates and charges in violation sections 1 and 6 of act, pickled 
meat, Boston, Mass., to Cleveland, O. Asks rates and reparation. 
No. 23411. The Rome Co., Inc., Rome, N. Y., vs. Santa Fe et al. 
Charges in violation sections 1 and 6 of act, metal furniture, 
Rome, N. Y., to various destinations. Asks rates and reparation. 
No. 23412. Farber Sheet Metal & Roofing Co., Pawtucket, R. I., vs. 
New Haven et al. : 
Unreasonable rates, roofing slag, Hokendaqua, Reading and 
Swedeland, Pa., to Pawtucket, East Greenwich and Rumford, R. I., 
and Sterling, Conn. Asks rates and reparation. 


No. 23413. Binswanger & Co. of Texas, Houston, Tex., vs. K. O. & 


G. et al. 
“Rates and charges in violation sections 1, 3 and 4 of act, rough 
rolled glass, Houston, Tex., from Okmulgee, Okla., as compared 
with rates to New Orleans. Asks rates and reparation. 
No. 23414. Noble & Reid Grain Co. et al., Hamburg, Ia., vs. C. B. & 
Q. et al. : ‘ ; 
Unreasonable rates, wheat and corn, points in Iowa to points 
in Missouri, Kentucky, Tennessee, Kansas, Illinois, as compared 
with rates from Nebraska points. Ask rates and reparation. 
No. 23415. H. E. Hall, Indianapolis, Ind., vs. I. C. et al. 
Rates and charges in violation first three sections of act, fresh 
beets, carrots and beans, Crystal Springs, Miss., to Indianapolis, 
Ind., as compared with rates over other routes. Asks rates and 


No. 7. J. S. Blackman & Son, Bernie, Mo., vs. C. & 


Kentucky and Illinois 


No. Santa Fe 


reparation. 
No. 23416. Crane Enamelware Co., Chattanooga, Tenn., vs. B. & O. 
et al. 

Unreasonable rates and charges, molding sand, Schenectady and 
other New York points to Chattanooga. Asks rates and repara- 
tion. 

No.. 23417. Phillips & Co., Inc., Norfolk, Va., vs. Norfolk Southern 
et al. 


Unreasonable rates, potatoes, Pungo, Va., and Princess Anne 
Court House, Va., to Philadelphia, Pa. Asks rates and reparation. 
No. 23418. Cloverdale Spring Co., Baltimore, Md., vs. A. C. L. et al. 
Rates and charges in violation sections 1, 3 and 13 of act, 
ginger ale and/or other carbonated beverages, Newville, Pa., to 
points in trunk line, New England, C. F. A. and southern terri- 
tories as compared with rates from Hudson Upper, N. Y., and 
Millis, Mass. Asks rates and reparation. 
No. 23419. M. N. Baldwin Co. et al., Lander, Wyo., vs. Santa Fe et al. 

Unreasonable rates, salt, Lyons, Kanopolis, and other Kansas 
points and Burmester and Saltair Jct., Utah, to points in Wyom- 
ing, North Dakota and Minnesota. Ask rates and reparation. 

No. 23420. Transportation Bureau of the Spartanburg Chamber of 
Commerce, Spartanburg, S. C., vs. A. G. S. et al. 

Rates in violation sections 1 and 3 of act, coal, West Virginia, 
Virginia, Kentucky, Tennessee and Alabama to Spartanburg, S. 
C., and other destinations in Spartanburg county as compared 
with rates to other destinations in southern territory. Asks rates. 

No. ey a Fulton Sylphon Co., Knoxville, Tenn., vs. C. N. O. & 

. et al. 

Unreasonable and inapplicable rates, molding sand, Hardy, Ind., 
and Sandale, Ind., to Knoxville, Tenn. Asks rates and reparation. 

No. 23422. The Haworth Marble Co., Cleveland, O., vs. N. ¥. GC. & 
St. L. et al. 

Unreasonable rates and charges, marble floor tiling and sand 
rubbed marble, Knoxville, Tenn., to Cleveland, O., polished marble 
and hone finished marble, Knoxville to Detroit, Mich., and from 
River Front Extension, Tenn., to Detroit and Cleveland. Asks 
reparation. 

No, | The Midwest Refining Co., Denver, Colo., vs. C. B. & Q. 
et al. 

Unreasonable Salt Creek, Wryo., 
to Pyote, Tex. 


charges, wrought iron pipe, 


Asks reparation. 
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No. 23424. E. H. Milton & Sons et al., Sedalia, Mo., vs, 4 & 

Unreasonable rates and charges, points in illinois’ tS. et g 
Mo. Ask rates and reparation. to Sedalig 

No. 23426. Davis Bros. Stone Co., Inc., et al., 
ae -. 
nreasonable rates and charges, veneer st » 
to points in Michigan, Illinois, Indiana, Ohio, aa yannon, Wis 
tucky, New York, Pennsylvania and West Virginia oy Ken. 
and reparation. * ASK rates 
No. 23427. W. S. Warner, Lamourie, La., vs. A. G. S. et al 

Rate in violation sections 1, 2, 3 and 6 of act, cotton qi 

chinery, Birmingham, Ala., to Lamourie, La. Asks refu _ ma. 
No. 23429. The Moerschel Co. et al., Sedalia, Mo., vs. A. @ by 

Unreasonable rates and charges, bituminous coal <td, 
Illinois to Sedalia, Marshall and Booneville, Mo. Ask pitts i 
reparation. ‘ €s and 

No. 23429. Sub. No. 1. 
A. & E. et al. Vs 

Same complaint and prayer, bituminous coal, points in )); 

to Mexico, Vandalia and other Missouri points. Mols 
No. 23429. Sub. No. 2. G. H. Dulle Milling Co. et al., Jefferson ,, 
Mo., vs. A. & E. et al. oe 

Same complaint and prayer, bituminous coal, points in Ilinojc ; 

Jefferson City and Eldon, Mo. ru 
No. 23430. The Central Pennsylvania Coal Producers’ 
et al., Altoona, Pa., vs. B. & O. et al. 

Rates in violation first four sections of act, bituminous coal 
Clearfield, Cumberland-Piedmont and Meyersdale districts to — 
ern destination territory. Ask rates. (See Traffic World ya 
10, p. 1248.) » May 

No. ey : err Forge & Foundries, Inc., Syracuse, N. Y., ys, p & 

. et al. 

Unreasonable rates and charges, steel billets, Massillon, 0. ; 
Syracuse, N. Y. Asks reparation. oe 
No. 23425. Tennessee Copper & Chemical Corporation, New York y 

¥,.. va. A. €. & YY. ot al. - 

Unreasonable charges, fertilizer in cartons, L. C. L., C. L ang 
in carloads mixed with fertilizer in bags, Lockland, 0., to 4) 
destination territories in U. S. Asks rates. 

No. —" James B. Clow & Sons et al., Chicago, Ill., vs. A. & F 
et al. 

Unreasonable rates and charges, cast iron pressure pipe ang 
fittings, in straight and mixed carloads, Cochocton and Ney. 
comerstown, O., Burlington, N. J., Scottsdale, Pa., and Addvs. 
ton, O., to destinations in official classification territory. Ask 
rates and weights and reparation. i 

No. 23400. Coordination of Motor Transportation. 

This is an investigation instituted by the Commission with 
respect to coordination of service of motor carriers with service 
of carriers subject to interstate commerce act with a view t 
taking action and making recommendations to Congress. 


Lannon, Wis., vs, 


Producers Grain Co. et al., Mexico, Mo 


Associati 


MISSOURI RIVER IMPROVEMENT 


The Senate committee on commerce heard appeals this 
week for a definite provision in the rivers and harbors author. 
ization bill for an appropriation of $15,000,000 for improvement 
of the Missouri River between Kansas City and Sioux City. As 
passed by the House the bill authorizes the Secretary of War 
to expend in the prosecution of the existing project, and within 
a period of three years after the date of the passage of the act, 
“an amount not exceeding $15,000,000.” 

C. E. Childe, of the Omaha Chamber of Commerce, gave 
testimony as to savings in transportation costs that would be 
effected by the improvement of the river. 


PANAMA CANAL RECORDS 


A new high record for aggregate net tonnage, Panama Canal 
measurement, tolls, and tons of cargo carried, for traffic in one 
direction in one day was established on April 22, 1930, when 
18 commercial vessels with an aggregate net tonnage, Panama 
Canal measurement, of 116,618, paying tolls of $104,687.50, and 
carrying cargo amounting to 149,894 tons, passed through the 
canal from the Pacific to the Atlantic, according to the Panama 
Canal Record. 

The previous record for aggregate net tonnage, Panama 
Canal measurement, passing through the canal in one direction 
in one day, was established December 8, 1928, when 22 vessels 
of 103,531 net tons were passed through from the Atlantic t 
the Pacific. The former high mark for tolls on traffic in one 
direction in one day was set on February 25, 1930, by traffic 
from the Pacific to the Atlantic (16 vessels), upon which was 
levied the sum of 92,056.48. The previous high mark for cargo 
tonnage in one direction in a day was established on May +, 
1924, when 133,757 tons were passed through from the Pacific 
to the Atlantic. 

In addition of the records established above, the total cats0 
in both directions on April 22, 1930, 174,247 tons, sets 4 new 
high mark for cargo through the canal in both directions 12 one 
day, exceeding the previous mark of 163,202 tons established 02 
January 14, 1924, by 11,045 tons. 


POSTAL DEMURRAGE CHARGES 
The Postmaster General is authorized to impose er 
charges on undelivered collect-on-delivery parcels by H. R. a 
passed by the Senate. The measure was passed by the me 
recently. Changes were made in it, however, in the Senate, 
making necessary further action by the House. 
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“1 hat’s in a name? 


™ The Louisiana & Arkansas Railway enjoys an envi- 
| able name in the Southwest for prompt and efficient 
on transportation service and naturally we are proud 
Bt of our name. 


k, N To harmonize the name of the Texas line now 
affiliated with the Louisiana & Arkansas Railway 
the name of the Louisiana Railway and Navigation 
ite Company of Texas has been changed, effective April 
15th, to 


LOUISIANA, ARKANSAS & TEXAS RAILWAY CO. 


A and the attention of shippers interested in securing 
= the best possible return on their transportation 
- dollars is invited to this change. 


The fast freight schedules of the Louisiana & 

Arkansas and the Louisiana, Arkansas & Texas 
- Railways have been co-ordinated and through 
oe service is now available between all points reached 
- or served by these lines, affording the quickest pos- 
mi sible route to and from the vast empire of the New 
. Southwest. 
fic INQUIRIES SOLICITED 


B. S. ATKINSON, Senior Vice-President 


Louisiana & Arkansas Railway Co. 






Louisiana, Arkansas & Texas Railway Co. 
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Doings of the Traffic Clubs 





The Transportation Club of Evansville will have a dinner 
meeting at the Vendome Hotel May 21. It will be “Out of Town 
Members’ Night,” and entertainment and a speaker will be on 
the program. The principal address will be by Frank G. Culbert- 
son, attorney and chairman of the George Rogers Clark Memorial. 
A short talk will be made by George Wahnseidler, local archi- 
tect and European traveler. 





A “good steak dinner” is promised all those who attend 
the meeting of the Traffic Club of Sioux City scheduled for 
May 21 at the Elks’ Club. Captain S. E. Nortner, “in charge of 
Missouri River operations,” will speak. The following officers 
recently elected will be installed in office: President, H. L. 
Jackson; vice-president, N. E. Capwell; secretary-treasurer, A. 
A. Runge; directors (industrial), F. F. Logman, J. B. Roberts, A. 
F. Johnson, J. F. Haskins, (railroad) C. W. Evers, S. L. Springer, 
O. C. Scherer and H. C. Snow. 





A joint luncheon of the Traffic Club of Kansas City and the 
Advertising Club of Kansas City was held at the Hotel Baltimore 
May 12. Miss Amelia Earhart, assistant to general traffic man- 
ager, Transcontinental Air Transport, was the speaker. The 
program was broadcast. The second golf tournament of the 
season will be given at the Meadow Lake Country Club May 23. 

The Traffic Club of Montreal held its last meeting before 
the summer vacation at the Windsor Hotel May 7. Judge Amedee 
Monet spoke on “Tell it to the Judge.” 








At a luncheon of the Traffic Club of Wichita at the Wichita 
Club May 15, the program included a demonstration of trick 
shots and discussion of use of golf clubs by Neil Colburn, pro- 
fessional at the West-Links Golf Club. Henry Huersch arranged 
the program. 





On May 15, at the Lakewood Country Club, the Omaha 
Traffic Club held its first golf tournament of the year. Prizes 
were presented to both winning members and guests and play 
was started for the “May handicap,’ for members only, the 
winner of which is to receive a silver loving cup. 





“Movie Night” will be observed by the Traffic Club of New 
England at the Copley-Plaza May 20. Dinner will be served 
and, through the courtesy of the Bureau of Foreign and Domestic 
Commerce, Department of Commerce, the personal films of 
President Hoover, depicting his “good will” trip to South Amer- 
ica, will be shown. Preceding the pictures, a short address will 
be made by George J. Eder, chief of the Latin American section 
of the Bureau of Foreign and Domestic Commerce, Washington. 
Professional entertainment will be presented. The annual outing 
will be held at the club house and grounds of the United Shoe 
Machinery Athletic Association, North Beverly, Mass., June 19. 





The program at a luncheon meeting of the Transportation 
Club of Louisville at the Seelbach Hotel May 22 will be spon- 
sored by the Pullman Company, “assisted by passenger depart- 
ments, G. A. Langhenning, district superintendent.” James 
Keeley, vice-president, Pullman Company, will be the speaker. 
Guests are invited. The annual West Baden outing will be held 
June 7 and 8. 





The Industrial Traffic Club of San Francisco held a meeting 
at the San Francisco Commercial Club May 13. Officers were 
nominated for the coming six months, and the following sub- 
jects discussed: Rule 4-K of tariff circular 20; consolidation of 
railroads; F. ‘W. Gomph’s application No. 16179 for general 
relief from section 24-A ot the public utilities act, and others. 





Discussing “New York and Its Railroads” at the meeting 
of the Cooperative Traffic Association of New York in the 69th 
Regiment Armory May 9, Charles F. McTague, freight traffic 
manager, Lackawanna Railroad, declared that for too long 
business had been done with shut eyes and deaf ears, driving 
ahead regardless of results; that facts are of slight use until 
weighed by open minds and that industrial and business progress 
now is in the hands of those who obtain facts and analyze them 
open-mindedly. “Railroad transportation costs are charged with 
an importance in the cost of living that is entirely unwarranted 
by the facts,” he said. “Of the ten cents paid for a loaf of 
bread in New York or Chicago, according to the Department of 
Agriculture, the railroads receive one-third of a cent for carry- 
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ing the wheat to the mill and one-sixth of a cent for tran i 
the flour to the baker.” Sporting 





The sports and pastimes committee has completed its 
rangements for outings to be held by the Traffic Clyp -" 
Chicago at the following places and dates: First outing si 
Andrews Golf Club, West Chicago, Ill, May 17; secon, 
outing, Park Ridge Country Club, Park Ridge, Ill., June ~ 
third outing, Nippersink Lodge, Genoa City, Wis., July 93. 
and 24; fourth outing, Olympia Fields Country Club, Matteson 
Ill, August 20. Time and place of the September outing wijj 
be announced later. 





Shippers and receivers of freight in Stamford, Conn, haye 
organized the Stamford Traffic Club. At the last meeting, held 
April 18, by-laws and constitution were adopted. A program 
committee was selected and it is completing arrangements for 
an “English Beefsteak Dinner” to be held June 4 at Millers 
Restaurant. It has been decided there will be no long speeches 
but an informal gathering of the shippers and carriers, ang 
many subjects will be discussed across the table, it is announceq 
Officers of the club are: President, A. Kanzler, Pitney-Bowes 
Postage Meter Company; vice-president, H. J. Watson, ¢, 09 
Miller Company; secretary, J. W. Renwick, Stamford Rolling 
Mills; treasurer, E. N. Fuller, Railway Express Agency. Execy. 
tive committee (chairman), Mr. Hitt, Richards and Company: 
Mr. Meyers, Norma-Hoffman Bearings Corporation; Mr. Nicker. 
son, N. Y. N. H. & H., and Mr. Brown, Yale and Towne Manv. 
facturing Company. 

The monthly meeting of the Pacific Traffic Association was 
held in the Transportation Club rooms, Palace Hotel, San Fran. 
cisco, May 13. The speaker was H. K. Griffith, president of 
the Stockton Chamber of Commerce and chairman of its marine 
committee, who addressed the association on “Stockton’s Deep 
Water Project.” Chairman of the Entertainment Committee 
Lloyd Hughes furnished several entertainment numbers. 





The first golf outing of the Columbus Transportation Club 
will be held June 12 at the Elks’ Country Club. The day will 
be known as “Ira Morris Day,’ in honor of Mr. Morris, who 
has recently been transferred from assistant general freight 
agent, Hocking Valley, at Columbus, to a similar position with 
the Chesapeake & Ohio, Chicago. Dinner will be served at 
the Elks’ Country Club at 6:30 p. m. and, in addition to the 
golf tournament, the entertainment committee has arranged a 
program for the evening. 





The annual election of the Traffic League of Cincinnati took 
place at a regular dinner meeting at the Broadway Hotel May 12. 
The following officers were elected: President, Charles Forster, 
Penrod Jurdan and Clark Company; vice-president, Harry A. 
Witte, Baltimore & Ohio; treasurer, Les Barber, Cincinnati 
Chamber of Commerce; secretary, L. A. Emig, Procter and 
Gamble Company. The sixth annual dinner will take place 
June 9, at 6 p.m. This will mark the close of “the most success- 
ful season in the league’s history,” it is stated. 





A farewell testimonial dinner was given to George H. Shafer, 
formerly president, and also formerly chairman of the executive 
committee of the Junior Traffic Club of Chicago, at the trafic 
club rooms in the Palmer House, the evening of May 12. In 
attendance were officers of the club, members of the executive 
committee, and former officers and members of the executive 
committee. This was occasion for good wishes to Mr. Shafer 
on his appointment to a position in the transportation depart- 
ment of the Illinois Commerce Commission, at Springfield, Ill. 
A leather brief case and bill fold were presented to him. 
The club will have its first golf tournament of the season at 
the St. Andrews Golf Club, West Chicago, Ill., May 22. It will 
be an all-day affair, and luncheon and dinner will be served. 





The Motor City Traffic Club, Detroit, will hold its last 
indoor-meeting until fall at the Fort Shelby Hotel May 1%. 
Wilber M. Brucker, of -Lansing, attorney general of Michigan 
and reported as candidate for governor, will speak on state 
affairs. Dinner will be served. 





The Miami Valley Traffic Club announces that its first golf 
tournament of the season will be held at the Xenia (O.) Country 
Club May 22. Dinner will be served in the evening, at which al 
honorary life membership will be presented to W. S. Torrance, 
retired representative of the Pennsylvania, at Xenia. 





At a luncheon at the Union Depot dining room May 18, 
the Transportation Club of St. Paul had as its guest and speaker 
Carl T. Schuneman, of Schuneman, Bayliss and Company, former 
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assistant United States treasurer, who took as his subject “The 
Federal Government’s 1930 Building Program.” Only four 
more meetings will be held prior to the summer vacation, it is 
announced. W. D. Peachey, traffic manager, Montgomery Ward 
and Company, will manage the club’s kittenball team in the 
Civic Blue League this summer. 





The thirteenth annual dinner of the Traffic Club of Memphis 
will be given at the Hotel Gayoso May 19. The following officers, 
elected May 10, will be installed: President, Dallas L. Gatewood, 
traffic manager, Gayoso Lumber Company; first vice-president, 
W. L. Reeves, assistant general freight agent, Illinois Central; 
second vice-president, Walter Wolf, secretary-treasurer, Mem- 
phis Cotton Hull Fibre Company; secretary, Mike Lamon, dis- 
trict freight and passenger agent, G. M. & N.; directors (indus- 
trial), T. E. Babb, Ralph D. Peeler, H. C. Frick, J. T. Rothschild, 
E. A. Smith and R. A. McEntire; (railroad) Edwin A. Easley, 
J. L. Saino, C. N. Mabie, F. W. Morton, William Humphreys and 
Ira J. Bradley. 


The next luncheon of the Traffic Club of St. Louis will be 
held at the American Annex Hotel May 19, and will be known 
as “Old Judge Coffee Day.” The D. G. Evans Coffee Company, 
represented by Charlie Harrison, will provide favors and the 
attendance prize. The sixth annual meeting and installation of 
officers will be held at the Hotel Coronado June 3. Dr. William 
Crowe, pastor, Westminster Presbyterian Church, will be the 
speaker. 





Personal Notes 





Boe O oOo Oooo Ooo Oe 


A. F. Helm has been appointed superintendent of the Decatur 
division, Wabash, at Decatur, Ill, succeeding J. E. Stumpf, 
granted leave of absence because of sickness. R. E. Newcomer 
has been appointed superintendent of the Detroit division, Mont- 
pelier, O., succeeding Mr. Helm. Arthur Davis has been ap- 
pointed assistant to general manager, St. Louis, Mo., succeeding 
Mr. Newcomer. 

As a result of the taking over of the Hocking Valley Rail- 
way properties by the Chesapeake and Ohio, and their opera- 
tion as the Hocking division of the western general division, a 
number of appointments and changes in jurisdiction, in addition 
to those recently announced, have been made. It has become 
necessary to divide the engineering, construction and operating 
departments, all heretofore under the supervision of R. N. Begien, 
vice-president. Mr. Begien will continue in active direction of 
the engineering and construction departments, while George D. 
Brooke, general manager of the Chesapeake and Ohio since 
October, 1926, is elevated to vice-president and general manager, 
in charge of operations. M.S. Connors, general manager of the 
Hocking Valley since 1910, becomes assistant to Vice-President 
Brooke, with headquarters at Columbus, O. H. Q. Wasson, for- 
mer general freight agent of the Hocking, becomes assistant 
general freight and passenger agent, with offices in Columbus. 
Captain W. H. Fisher, for many years general passenger agent 
of the Hocking, is retired from active service, and the jurisdic- 
tion of T. H. Gurney, passenger traffic manager of the Chesa- 
peake and Ohio, is extended to include the Hocking. F. D. 
Hodgson, comptroller of the Hocking Valley, is appointed assist- 
ant to the comptroller, with office at Richmond. Wm. Michel, 
chief engineer of the Hocking, has been designated as chief 
engineer, advisory committee, ways and structures, with office 
at Cleveland. Communications formerly addressed to H. Q. 
Wasson, general freight agent, Hocking Valley, at Columbus, O., 
should now be addressed as follows: All communications as to 
divisions and percentages, to O. E. Lowry, assistant general 
freight agent, Chesapeake and Ohio, Richmond, Va.; communica- 
tions as to publication of tariffs, to W. K. Weisiger, acting assist- 
ant general freight agent, Chesapeake and Ohio, Richmond; 
requests for rate quotations or correspondence relative to adjust- 
ments, to William Fitzgerald, general freight agent, Chesapeake 
and Ohio, Richmond. 

Asas H. Porter, formerly general agent, N. Y., N. H. & H., 
died at his home in Brookline, Mass., May 9. 

Owen J. Lenihan has been appointed manager of the St. 
Louis branch of the Cunard Steamship Company, with jurisdic- 
tion over the southwestern states. K. C. Schreiner has been 


appointed assistant manager at St. Louis. 

F. J. Muckenhaupt has been appointed assistant to foreign 
freight traffic manager, Southern Railway, with headquarters at 
Louisville, Ky., succeeding H. G. McLean, who died. 

Burton J. Rowe, coal traffic manager of the Illinois Central, 
died at the Illinois Central Hospital, Chicago, May 12, following 
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an operation for appendicitis. He was 65 years olq and 

been a member of the Illinois Central organization for mor “a 
35 years, having begun as traveling freight and passenger. than 
at St. Louis in 1894. agent 

M. O. Culton has been appointed general agent Chic 
Great Western, at Spokane, Wash., succeeding J. B. Hove.” 
transferred. 

F. A. Key, Jr., has been appointed traffic manager, in char 
of rates and divisions, Louisiana, Arkansas & Texas Railway. « 
Shreveport, La. H. R. Whiting has been appointed traffic — 
ager, in charge of solicitation at Shreveport. ” 


OVerson, 


NEW LINE IN CALIFORNIA 


Through freight service between territory in Solano county 
California, served by the Vaca Valley branch of the Sacraments 
Northern Railway and points reached by the Sacramento North. 
ern and its connections was opened May 8. This is the seul 
of the completion of 7% miles of railroad between Creed a 
station 32 miles west of Sacramento on the Sacramento North- 
ern’s main line between Sacramento and Oakland, and gap 
Francisco, and Vacaville Junction, a station on the Vaca Valley 
branch. : 

The Vaca Valley branch, 15 miles in length, operates pe. 
tween Vacaville and Suisun-Fairfield, and also to Willott, 
This branch was originally constructed as part of the projecte; 
Vallejo Northern, planned to operate between Vallejo and Sacra. 
mento. By the connecting of the Vaca Valley branch with the 
main line of the Sacramento Northern, the Vaca Valley branch 
is no longer isolated from the other lines of the Sacramento 
Northern. 

To effect this transportation improvement approximate} 
$400,000 has been expended on the construction of the connect. 
ing line. 

Shippers on the Vaca Valley branch, which serves an in. 
portant fruit and agricultural section of central California, yijl] 
now be able to load their cars at a later hour in the day and 
in time to enable the Sacramento Northern to transport them 
to Sacramento and connect with the fast fruit blocks of the 
Western Pacific, thereby making the same arrival time at east. 
ern markets as heretofore. Through the construction of the 
new connecting line, the territory served by the Vaca Valley 
branch also gains a new outlet to the San Francisco Bay region 
as well as to Sacramento and other points served by the Sacra- 
mento Northern and its connections. 





MISSOURI PACIFIC EQUIPMENT 


Delivery of the first consignment of equipment ordered as 
a part of the $16,000,000 equipment and material purchase of 
the Missouri Pacific Lines for the first six months of 1930 is 
being received daily, it is stated, by L. W. Baldwin, president. 
The first delivery consists of two hundred seventy-one 50-ton 
box freight cars, thirty-eight 70-ton steel hopper cars, thirty-five 
30-ton cabooses and one 30-ton locomotive crane. 

The authorized order for equipment, the various items of 
which are being constructed at plants throughout the country 
at a cost of $10,232,380, consists of twenty-five freight and five 
passenger locomotives, 1,250 freight cars, 1,000 steel 70-ton 
hopper cars, thirty-five cabooses, one 30-ton locomotive crane, 
one rail loader and one spreader-ditcher, all of which are 
scheduled for delivery in May. The order, in addition, includes 
twenty sleeping cars for stockmen, ten passenger coaches, 
three steel dining-club cars, two dining-parlor cars and two 
lounge cars to be delivered in June. Four dining and parlor 
cars will be delivered during August. : : 

In addition to the new purchase of equipment the Missoun 
Pacific Lines has outstanding orders for the delivery of 61,0" 
tons of 110-pound and 90-pound rail and fastenings, tie plates, 
rail anchors and other material exclusive of ties and_ ballast, 
with an estimated cost of approximately $6,000,000. The new 
rail amounts to approximately 375 miles. 

Equipment costing approximately $3,400,000 also has beet 
purchased by the American Refrigerator Transit Company ' 
meet the demand of increased shipping of vegetables and citrus 
from south Texas and a corresponding gain in traffic to = 
from Colorado and western points served by the Missourl Pacific. 
Delivery of all this equipment will be effected in time to meet 
the expected heavy demand for this class of cars in the autum., 
it is stated. 


POSTAL REVENUE DEFICIENCIES 


Classification of extraordinary expenditures contribut 
the deficiency of postal revenues, such as the ocean and alr — 
subventions, will be made under a bill (S. 3599) passed by sil 
Senate and sent to the House for consideration. A <" 
is pending in the House. (See Traffic World, April 26, D- 1134.) 
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NOTE—Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
tations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


May 19—Richmond, Va.—Examiner Diamondson: 
23298—Miller Manufacturing Co. vs. A. C. et al. 
May 19—Washington, D. C.—Examiner Walsh: 
Finance No. 3643—Excess Income of Brimstone R. R. & Canal Co. 
May 19—New York, N. Y.—Examiner Crowley: 
1. & S. 3446 (and ist supplement)—Plasterboard between points in 
southern territory. 
1. & S. 3446 (second supplemental order)—Plasterboard between 
points in southern territory. 
23155—Certain-teed Products Corp. vs. A. & R. R. R. et al. ; 
1. & S. 3419—Plasterboard between points in Official Classification 
territory and from that territory to points in Canada. 


May 19—Green Bay, Wis.—Examiner Bardwell: 

22680—Green Bay Port Huron & Detroit S. S. Co. vs. A. & A. R. R. 
Corp. et al. 

May 19—El Paso, Tex.—Examiner Johnston: 

1. & S. 3424—Hides, pelts and skins, from El Paso, Tex., and New 
— points to Kansas City, Mo., St. Louis, Mo., and points be- 
yond. 

May 19—Argument at Washington, D. C.: 

21931 (and Sub. 1)—Whitacre-Greer Fireproofing Co. vs. B. & O. 
Cc. FT. BB. . ot al. 

21955—Darling & Co. vs. B. & Ar. R. R. et al. 

—— Agricultural Chemical Co. et al. vs. A. C. & Y. Ry. 
et al. 

22071—Atwood Farmers Oil Co. et al. vs. A. T. & S. F. Ry. et al. 

22317—Illinois Clay Products Co. vs. E. J. & E. Ry. et al. 


May 19—-Washington, D. C.—Examiner Maidens: 
23157—Smoot Sand & Gravel Corp. vs. B. & O. R. R. et al. 


May 19—Hutchinson, Kans.—Examiner Johnson: 
1. & S. 3432—Out-of-Line charges on grain from Kansas and Okla- 
homa to Kansas points, when transited at Hutchinson, Kans. 


May 19—Jackson, Miss.—Examiner McChord: 
23212—Case Commission Co. vs. A. G. S. R. R. et al. 
Sag, Lg City, Mo.—Examiner Brennan and Commissioner 
rainerd: 
23148—Albertson & Co., Inc., et al. vs. A. C. & Y. Ry. et al. 


May 20—E1 Paso, Tex.—Examiner Johnston: 
23016—El Paso Freight Bureau et al. vs. A. T. & S. F. Ry. et al. 


May 20—New York, N. Y.—Examiner Crowley: 
23120—Penn Veneer Co. et al. vs. W. Md. Ry. et al. 
— Veneer Co. vs. B. & O. R. R. et al. (further hear- 
g). 
May 20—Argument at Washington, D. C.: 

1. & S. 3299—Stoves, ranges, boilers, house heating furnaces, parts 
thereof and related articles, from, to, and between points in 
southern territory. 

a tae ye Assn. of Stove Manufacturers et al. vs. A. C. L. 

. R. et al. 

1. & S. 3363—Stoves, ranges, boilers, house heating furnaces, parts 
thereof and related articles, from, to, and between points in 
southern territory. 

ey Vt., Chamber of Commerce et al. vs. A. & St. L. 

» me CE OL. 


May 20—Jackson, Miss.—Examiner McChord: 
23118—Jackson Traffic Bureau vs. A. G. S. R. R. et al. 


see 20—Kansas City, Mo.—Commissioner Brainerd and Examiner 
rennan: ‘ 

23055—Capital Iron Works Co. et al. vs. A. T. & S. F. Ry. et al. 
May 20—New York, N. Y.—Examiners McGrath and Smith: 

1. & S. 3423 (and ist supplement)—Empty returned carriers, cases, 
bottles, barrels, drums, etc., from Texas and Oklahoma to Colo- 
rado (in connection with further hearing now assigned for that 
date in No. 22426—general investigation as to metal containers). 

May 20—Chicago, Ill.—Examiner Cheseldine: 
23225—Egyptian Tie and Timber Co. vs. B. & O. R. R. et al. 


sata  amiaae N. J.—Board of Public Utility Commissioners of 


* Finance No. 8117—Application Pa. & Atlantic R. R. for authority 
to abandon its Island Heights Branch. 


May 20—Muncie, Ind.—Examiner Hagerty: 

* 1. & S. 452—Application intermediate rule in connection with class 
rates from points in central territory to points on C. & O. Ry. 

May 21—Cincinnati, O.—Examiner Hosmer: 

Ex Parte 99—Application of Mississippi Valley Barge Line Co. for 
aes of public convenience and necessity under Dennison 
aw. ° 
2i—Kansas City, Mo.—Examiner Brennan: 

i—Arthur Capper, doing business as Capper Publications, vs. 
A. T. & S. F. Ry. et al. (further hearing). 


Ma 


May 21—Chicago, Ill.—Examiner Cheseldine: 
(and Sub. 1 and 2)—M. A. Bell Co. et al. vs. A. A. R. R. et al. 
May 21—Argument at Washington, D. C.: 


110—Staples Oil Co. et al. vs. N. P. Ry. 
22174—Deere & Co. vs. Belt Ry. of Chicago, IIl. 
22185—Marquette Coal & me Co. vs. C. & N. W. Ry. et al. 
22543—Davenport Locomotive Manufacturing Co. et al. vs. Belt 
Ry. of Chicago et al. 
May 21—Washington, D. C.—Examiner Konigsberg: 
1—American Tar Products Co. vs. N. Y. C. R. R. et al. 
20723—F. J. Lewis Manufacturing Co. vs. A. C. & Y. et al. (further 
hearing). 
Mey. 21—Crawfordsville, Ind.—Examiner Hagerty: 
s9—City of Crawfordsville vs. C. C. C. & St. L. Ry. (for sole 


purpose of determining amount of reparation due 
under findings in this case). 


21—Washington, D. C.—Examiner Maidens: 
139—North American Cement Corp. vs. B. & O. R. R. et al. 
May 21—Washington, D. C.—Commissioner Meyer and Assistant pj 
rector Burnside: 7 
22260—Interstate Commerce Commission vs. Pa. R. R. et al, 


May 21—Greensboro, N. C.—Examiner Diamondson: 
23156—Arnold Stone Co. vs. A. C. L. R. R. et al. 
23186—McClamrock Co. et al. vs. A. & Y. Ry. et al, 


May 22—Chicago, Ill.—Examiner Cheseldine: 
23187—-Leo C. Gould Co., Inc., vs. C. & N. W. Ry. et al. 
May 22—Meridian, Miss.—Examiner McChord: 
11759—Meridian Traffic Bureau et al. vs. D. G., as agent, A. & y 
Ry. et al. (further hearing, for purpose of ascertaining amount 
of reparation due complainants under report of Nov. 8, 1927 in 
said proceeding, 132 I. C. C. 477). ‘ 


May 22—Prairie City, Ore.—Public Service Commission of Oregon: 
Finance No. 8100—Application Sumpter Valley Ry. for a certificate of 
public convenience and necessity authorizing the abandonment of 
portion of its line extending from Bates to Prairie City, Grant 
county, Ore. 


May 22—Lafayette, Ind.—Examiner Hagerty: 
2 —Western Indiana Gravel Co. vs. Pa. R. R. 
May 22—Oklahoma City, Okla.—Examiner Johnson: 
1. & S. 3439—Grain and related articles from Oklahoma to Louisi- 
ana and Alabama Gulf Ports. 
May 22—Greensboro, N, C.—Examiner Diamondson: 
23289—E. F. Craven Co. et al. vs. A. & E. R. R. et al. 


May 22—Argument at Washington, D. C.: 
107—Mission Hosiery Mills, A. H. Wittenberg, Inc., vs. A. T, & 
S. F. Ry. et al. 
22079—Litowich Bros., Inc., vs. B. S. L. & W. Ry. et al. 
21561—Consolidated Coppermines Corp. vs. Nev. Nor. Ry. et al. 


May 23—Atlanta, Ga.—Examiner Diamondson: 

1. & S. 3434 (and Ist supplemental order)—Chemicals, acids and dye- 
stuffs, and related articles, from eastern and southern origins te 
southern destinations. 

eon Association of Chicago Heights vs. A. & R 

. et al. 


May 23—New York, N. Y.—Examiner Hoy: 
14244—Erie R. R. et al. vs. A. & V. Ry. et al. (further hearing). 


May 23—New Orleans, La.—Examiner McChord: 
|. & S. 3433—Routing via Mobile, Ala., in connection with the South: 
ern Ry. Sys. 


wey 23—Minneapolis, Minn.—Examiner Bardwell: 
23116 (and Sub. 1 and 2)—D. E. Ryan Co. vs. G. N. R. R. et al. 


oe J 23—Argument at Washington, D. C.: 
35 (and Sub. 1 and 2)—George F. Burt & Co. et al. vs. C. & Nv. 
W. Ry. et al. 
22190—Loose-Wiles Biscuit Co. et al. vs. A. T. & S. F. Ry. et al. 
22200—National Biscuit Co. vs. A. T. & S. F. Ry. et al. 
22290—Zion Institutions and Industries vs. C. & N. W. Ry. et al. 
— »- gee 1 to 7, incl.)\—Will Mayfield College vs. C. & E. 1. 
y. et al. 


May 23—New York, N. Y.—Examiner Crowley: 
1. & S. 3449—Routing on west-bound traffic via K. C. S. Ry. to St. 
L. S. W. Ry. destinations. 


May 23—Omaha, Neb.—Examiner Brennan: 
23124—Concrete Engineering Co. vs. C. R. I. & G. Ry. et al. 
23147—A. W. Wheeler et al. vs. C. B. & Q. R. R. et al. 


may 23—Minneapolis, Minn.—Examiner Bardwell: 
194—D. E. Ryan Co. vs. C. & N. W. Ry. et al. 


May 23—New York, N. Y.—Examiner Crowley: 

1. & S. 3449 (1st supplemental order)—Routing on westbound traffic 
via K. C. S. Ry. to St. L. S. W. Ry. destinations. 
May 23—Ft. Wayne, Ind.—Examiner Hagerty: 
23011—Perrine Armstrong Co. et al. vs. N. Y. C. & St. L. R. R. et al. 
23105—S. J. Peabody Lumber Co. vs. Pa. R. R. 
19819—Peabody Lumber Co. vs. C. D. & C. G. T. Jct. R. R. et a. 
(further hearing). 

lay 23—Washington, D. C.—Examiner Maidens: 

2 a F. Paszek, trading as Paszek & Son vs. 
et al. 

May 23—Los Angeles, Calif.—Examiner Johnston: 
23302—Standard Packing Co. et al. vs. U. P. R. R. et al. 

May 23—Chicago, Ill.—Examiner Cheseldine: 
23277—Mars, Inc., vs. A. T. & S. F. Ry. et al. 

May 24—New York, N. Y.—Examiner Crowley: 5 
23295—-Atlas Tack Corp. of Fairhaven, Mass., et al. vs. N. 

& H. R. R. et al. 

a 24—Ft. Wayne, Ind.—Examiner Hagerty: 
23190—Northern Indiana Sand & Gravel Co. vs. Wabash 

May 24—Minneapolis, Minn.—Examiner Bardwell: 

2 Tri-State Ice Cream Co. vs. C. & N. W. Ry. 
23087—Buckstaff Co. vs. B. & O. R. R. et al. 

May 24—New Orleans, La.—Examiner McChord: 

1; & S. 3428—Weighing and reweighing of cars at New Orlea 

Mey 24—Argument at Washington, D. C.: 

137—Eastern Tanners Glue Co. vs. Sou. Ry. et al. 
22631—England Walton & Co., Inc., vs. Southern Ry. et al. al. 
22192—J. B. Preston Co., Inc., et al. vs. C. C. & O. Ry. et 
22263—Richmond Mica Corp. vs. A. C. & Y. Ry. et al. 
22225—U. S. Mica Mfg. Co. vs. C. C. & O. Ry. et al. rritory 
1. & S. 3346—Ground Mica from Richmond, Va., to Central te 


complainant 
Ma 


B. & ORR 


Y. N. o. 


Ry. et al. 


ns, La. 
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9—Express Tariffs Filed with the I. C. C. 
10—Shipping Board Tariffs 
11—Central Freight Association Docket 
12—Central Freight Association Hearings 
13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket - 
15—National Perishable Freight Committee Docket W 
16—New England Freight Association Docket 2 | Ship by ater 
17—New England Freight Association Hearings VIA 
18—Southern Freight Association Docket 
1s Southern Freight Association Dispositions WILLIAMS LINE 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings - BALTIMORE »» NORFOLK 
22—Texas Tariff Bureau Docket Se Ea ee 
23—Texas Tariff Bureau Hearings FAST DIRECT SERVICE 
24—Trunk Line Association Docket TO 
23—Trunk Line Association Hearings : 
is eechs Kine Geek cad Gan Ee San Diego, Los Angeles Harbor, 
27—Trunk Line Coal and Coke Hearings San Francisco, Oakland, 
2—Western Trunk Line Docket Seattle and Tacoma 
29—Western Trunk Line Hearings 
80—Western Trunk Line Dispositions SAILING FROM 
3l—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions nevemtrumvin Peon: andl 
33—Southern Ports Foreign Freight Docket LLPOLO May 23 
34—Consolidated Classification Docket A hs | eee 
5—National Diversion and Reconsignment Dockets a yee ‘ab - ae: 
36—Embargo Notices, Modifications and Cancellations 
37—Steamship Sailings Thru bills of lading issued to all other Pacific 
38—Express Classification Docket Coast Ports, Hawaii and the Far East 
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May 26—Minneapolis, Minn.—Examiner Bardwell: 
* 1, & S. 3454—Woolen blankets from Leaksville and Spray, N. C., to 
St. Paul, Minneapolis and Duluth, Minn., and groups. 


May 26—Omaha, Neb.—E:.aminer Brennan: 
23178—Good Bros. Seed «. Grain Co. vs. C. B. & Q. R. R. et al. 
May 26—New Orleans, La.—Examiner McChord: 
23141—Southern Cotton Oil Co. vs. C. R. I. & P. Ry. et al. 
23159—-Standard Oil Co. of La. vs. T. & P. Ry. et al. 


May 26—Argument at Washington, D. C.: 

22072—United Paperboard Co., Inc., vs. A. A. R. R. et al. 

22076—Universal Paper Bag Co. vs. N. & W. Ry. et al. 

22147—United Paperboard Co., Inc., vs. D. & H. Co. et al. 
22180—Greenwich Chamber of Commerce vs. D. & H. Co. et al. 
22255—United Paperboard Co., Inc., vs. B. & M. R. R. et al. 

Finance No. 7808—Application Centralia Terminal R. R. for authority 
to construct, acquire and operate a line of railroad in Louis 
county, Wash. 

Finance No. 7888—Joint Application of Pa., O. & D. R. R. and Pa. 
R. R., lessee, for authority to abandon the so-called Montgomery 
Branch in Hamilton county, O. 

May 26—Atlanta, Ga.—Examiner Diamondson: 

= (and ~ 1)—American Sumatra Tobacco Corp. vs. A. C. L. 
%. R. et al. 

23077—-Thompson, Weinman & Co. et al. vs. N. C. & St. L. Ry. et al. 

May 26—Boston, Mass.—Examiner Crowley: 
23104—New England Waste Co. vs. A. & Y. Ry. et al. 


May 26—Houston, Tex.—Examiner Johnson: 
23125—Bedford-Carthage Stone Corp. vs. C. I. & L. Ry. et al. 


May 26—South Bend, Ind.—Examiner Hagerty: 
23184—E-dgerton Manufacturing Co. vs. A. C. & Y. Ry. et al. 


May 26—Chicago, Ill._—Examiner Cheseldine: 
23054—E. & A. Opler, Inc., vs. A. T. & S. F. Ry. et al. 
May 26—Los Angeles, Calif.—Examiner Johnston: 
23168—Blue Diamond Co. vs. A. T. & S. F. Ry. et al. 


May 27—New Orleans, La.—Examiner McChord: 
9 fo Coast Kalsomine Co. of New Orleans vs. A. & R. R. R. 
et al. 
13535—Consolidated Southwestern Cases (and cases grouped there- 
with) (further hearing). ° 
May 27—Kalamazoo, Mich.—Examiner Hagerty: 
15381—Vera Chemical Co. of Canada, Ltd., vs. A. C. R. R. et al. 
(further hearing, for purpose of receiving evidence looking to the 
establishment of a reasonable rate from southeastern territory 
rad ae portion of the transportation which takes place within 
the U. B.). 
May 27—Boston, Mass.—Examiner Crowley: 
23244—H. E. Fletcher Co. et al. vs. B. & M. R. R. et al. 


May 27—Galveston, Tex.—Examiner Johnson: 
22852—Texas City Board of Trade vs. A. & S. Ry. et al. 
23195—Galveston Chamber of Commerce et al. vs. A. & S. Ry. et al. 


May 27—Chicago, I1l.—Examiner Cheseldine: 
23176—Crane & Co. vs. C. & A. R. R. et al. 


The Traffic World 


Vol. XLV, No, 4 


May 27—Argument at Washington, D. C.: 
22250—M. A. Joy et al. vs. M.-K.-T. R. R. et al. 
22319—Porter Oil Co. et al. vs. A. T. & S. F. Ry. et a] 
22374 (Sub. 1)—Forsythe Oil Co. vs. A. T. & S. F. Ry. et ay 
19691—J. A. Forsythe, doing business under name of Forsythe o) 
Co., vs. A. T. & S. F. Ry. et al. 7the Oi 
May 28—Knoxville, Tenn.—Examiner Diamondson: 
23161—American Oil Co. vs. Sou. Ry. et al. 
23185—American Textile Woolen Co. vs. M. & M. Transp. Co, ot jo 
May 28—Argument at Washington, D. C.: 
22240—S. A. Holt, assignee of Arkansas Basket Manufacturing ¢ 
Inc., vs. M. P. R. R. 6 Xo, 
22242—-Southern Carbon Co. vs. A. C. & Y. Ry. et al. 
22367 (and Sub. 1)—Tilman O. Bush and Ardry L. Bush ys, RB &0 





R. R. et al. 
22239—Ash Grove Lime & Portland Cement Co., of Nebraska , 
C. & N. W. Ry. et al. sah 


May 28—Kalamazoo, Mich.—Examiner Hagerty: 
23193—Saniwax Paper Co. vs. A. A. R. R. et al. 
May 28—Chicago, Ill.—Examiner Cheseldine: 
— oo Contractors Assn. of Chicago et al. vs. ¢. |. & I 
y. et al. ‘ 
May 28—Washington, D. C.—Examiner Walter: 
Finance No. 3744—In re excess income of Georgia Southwestern ang 
Gulf R. R. (further hearing). , 
May 28—San Francisco, Calif.—Examiner Johnston: 
23067—Magnavox Co. vs. A. T. & S. F. Ry. et al. 
23137—Albers Bros. Milling Co. vs. C. R. I. & P. 


May 29—Knoxville, Tenn.—Examiner Diamondson: 
23153—-Southern Traffic Assn. vs. Erie R. R. et al. 


May 29—San Francisco, Calif.—Examiner Johnston: 
23201—Guggenhime & Co. vs. M. & E. Tract. Co. et al, 


May 29—Argument at Washington, D. C.: 
22280—Darling & Co. vs. A. C. L. R. R. et al. 
22344—Mead Johnson Co. vs. A. C. L. R. R. et al. 
22366—Maumee Feed & Fertilizer Co. vs. N. Y. C. R. R. et al, 
22685—National Association of Chewing Gum Manufacturers ang 
Allied Trades vs. Ry. Express Agency, Inc., et al. 
May 29—Mobile, Ala.—Examiner McChord: 
23216—Mobile Chamber of Commerce vs. G. 
May 31—Saginaw, Mich.—Examiner Hagerty: 
* 23162—U. S. Graphite Co. vs. E. J. & E. Ry. et al. 
23020—-Saginaw Fruit Co. vs. A. A. R. R. et al. 
23133—U. S. Graphite Co. vs. M. C. R. R. et al. 
May 31—Birmingham, Ala.—-Examiner McChord: 
1. & S. 3437—Cotton baling ties and buckles between puints in south- 
ern territory. 
May 31—Winston-Salem, N. C.—Examiner Diamondson: 
23127—Tobacco Merchants’ Assn. of U. S. ys. A. T. & S. F. Ry. et a! 
May 31—Sioux City, Ia.—Examiner Brennan: 
23257—-Sioux City Grain Exchange et al. vs. C. B. & Q. R.R. 
May 31—Argument at Washington, D. C.: 
22108—Western Maryland Ry. vs. Penna. R. R. 





ty. et al. 





M. & N. R. R. et al 
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receiving door. 


delivery service. 


Door-to-door pickup and delivery of freight, under 
shipper’s seal, is one service that the NORTH SHORE 
LINE offers its customers in Chicago and Milwaukee. 


This eliminates all transfer of freight—handling only 
at your loading platform and at the consignee’s 


From one consignor to one consignee freight of all 
kinds, with free pickup and delivery, takes a rate 
of 20 cents per hundred pounds, minimum 20,000 
pounds per truck. With a minimum of 10,000 pounds 
per truck the same service takes a rate of 30 cents 
per hundred. Shipments of 6000 pounds or more 
take regular freight rates with a free pickup or free 





—from consignor to consignee— 
via the NORTH SHORE LINE 


and its Ferry Truck Service 


We will gladly send a representative to your plant 
to give you further particulars as to this service, if 
you will phone or write any of the offices given below: 


CHICAGO 
NORTH SHORE AND MILWAUKEE 
RAILROAD 


Traffic Department 


Roy Thompson, Traffic Mgr. 
Gorman Bennett, A. G. F. A. 
2 W. Adams St. 
Phone: State 0517 
Chicago, Illinois 


F. J. Burkard, A. G. F. A. Milwaukee, Wisconsin 
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Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line—American 
Fruit & Steamship Corporation.) 


The Traffic World 


Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 


From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - 


From Tampico to: 
Mexico City 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


Railways of Mexico 


20 hours 


47 hours 


For complete information, communicate with 


F. P. De Hoyos, Gen. Agent G B. Aleman, Gen. Agent F. Alatorre, Com. Agent 
& 


1515 Penn Building 
New York City St. Louis, Mo. 


Through bills of lading issued by 


steamship lines to all destinations F N. Puent 


on the National Railways of Mexico 


. e, Gen. Agt. 
441 Monadnock Bid 414 Whitney Bank Blidg Roo 
San Francisco, Calif 


2195 Ry. Exch. Bldg. 815 — Electric 


Angeles, Calif 


A. Horcasitas, Com Aat F.C. Lona. meg Agt. 


m ’ 
New Orleans. La Two-O-One North ya Bidg. 


Chicago. I 


Rate History— 
Its Importance 


_ In rate cases perhaps the most important feature 
is the exhibits, especially those showing rate com- 
parisons. The witness uses them as the basis of his 
testimony and the attorney relies heavily on them in 
preparing his brief and argument. Exhibits, how- 
ever, are of little value unless properly explained 
and the rates used in the comparison are of little 
value unaccompanied by evidence as to the condi- 
tions that produced them. Before setting up certain 
tates for comparative purposes, therefore, it is well 
to delve into their history to avoid using those that 
might act like boomerangs. 


One must get at the meaning of these comparative 
rates before he can test their probative value. 
Courts and commissions recognize this. A statute 
May appear to have a certain meaning but tribunals 
look behind the form to get at the substance. This 


getting at the substance is called divining the “leg- 
islative intent” and can be done only by delving 
deeply into the history of the statute. The Supreme 
Court has held that tariffs and rates have the force 
of statutes. It is well, therefore, to get at the 
“legislative intent” that produced a rate before using 
it for comparison. 


Much rate history is to be found in the docket 
records and decisions of the Commission. We spe- 
cialize in digging it out; also in preparing chrono- 
logical statements of rates, classification ratings, 
commodity descriptions, etc., as far back as they are 
wanted. 


The Traffic Service Corporation 
Mills Bldg. Washington, D. C. 
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Consider 
the Time 
Element! 


When you ship to the Orient via 
Seattle on ‘‘President Liners’’ you 
are assured of fast, dependable service 
over the short route to Yokohama, 
Kobe, Shanghai, Hong Kong and 
Manila. The service is direct and fre- 
quent with sailings every other Satur- 
day. Arrivals each alternate Saturday. 
Thru bills of lading issued to all Oriental 
ports. 


In addition a fleet of express ‘‘Cargo 
Liners’’ to serve you. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G.ROCHE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 


Profits in the 
Shipping Room! 


Most firms do not expect profits from their shipping 
departments, but if you could cut 5 to 20% from 
your packing and shipping expense, that would 
naturally increase the net profit just that much. 


Through the application of Signode Tensional Steel 
Strapping, we have accomplished these savings for 
many firms. Don’t you think it would pay you to 
let us check up with you? Our work is entirely 
free from obligation or high pressure. Let us hear 
from you today. 


Signode Steel Strapping Co. 
2613 N. Western Ave., Chicago, III. 


SIGNODE 


The Sealed Steel Strapping 


We alse manufacture reund wire tensiena] reinfercements, wir 
tying machines, all forms ef nailed strapping, pall clasps 
clutch nails, tag fasteners, etc. Write fer genera) catales 








May 31—Des Moines, Ia.—Examiner Bardwell: 
23095—McConville Coal Co. vs. Ia. Southern Utilities Co. 


May 31—San Francisco, Calif.—Examiner Johnston: 
276—Oakland Chamber of Commerce vs. A. T. & §. F Ry. et 
+ ee a, 


June 2—Washington, D. C.—Examiner Maidens: 
23179—Ohio Valley Refining Co. vs. S. A. L. Ry. et al. 


June 2—Detroit, Mich.—Examiner Hagerty: 
Fourth Section Application No. 14010, filed by B. T. Jones 


June 2—Birmingham, Ala.—Examiner McChord: 
23236—Alabama Rock Asphalt, Inc., vs. A. & B. B. R R. et al 
. ° a 


June 2—Keokuk, Ia.—Examiner Bardwell: 
23045—Traffic Bureau Keokuk Iowa Chamber of Commerce y 
& S. F. Ry. et al. ; © V8. AT 
June 2—Chicago, Ill.—Examiner Flynn: 
22818—Illinois Coal Traffic Bureau vs. A. & E. R. R et al 
23130—Intrastate rates on bituminous coal between points j; 
18770—Moline Consumers Co. vs. C. B. & Q. R. R. et al Llinok 
21020—Traffic Bureau, Davenport Chamber of Commerce 
oibig eee Reta et al vs, 
223—Traffic ureau, Moline ssociation of Co 
A. & E. R. R. et al. mmeree, et al. 1 


CONDITION OF EQUIPMENT 


Class I railroads of this country on April 15 had 8,968 Jorg. 
motives in need of repair, or 16 per cent of the number on line 
according to reports filed by the carriers with the car servic 
division of the American Railway Association. This wag a 
increase of 694 cars compared with the number in need of Te. 
pair on April 1, at which time there were 8,274, or 14.8 per cent 
Locomotives in need of classified repairs on April 15 totaled 
4,822, or 8.6 per cent, an increase of 227 compared with April 
1, while 4,146, or 7.4 per cent, were in need of running repairs 
an increase of 467 over the number in need of such repair op 
April 1. Class I railroads on April 15 had 7,311 serviceable 
locomotives in storage compared with 7,247 on April 1. 

Class I railroads on April 15 had 130,592 freight cars ip 
need of repair, or 5.9 per cent of the number on line, according 
to the car service division of the American Railway Association, 
This was an increase of 697 cars over the number in need of 
repair on April 1, at which time there were 129,895, or 5.9 per 
cent. Freight cars in need of heavy repair on April 15 totaled 
88,403, or four per cent, a decrease of 593 compared with the 
number on April 1, while freight cars in need of light repairs 
totaled 42,189, or 1.9 per cent, an increase of 1,290 compared 
with April 1. 


SUSPENDED TARIFFS 


In I. and S. No. 3452, the Commission has suspended from 
May 10 until December 10 schedules in supplements Nos. 65 
and 67 to joint freight tariff, B. T. Jones’ I. C. C. No. 198 
and F. L. Speiden’s I. C. C. No. 1150. The suspended schedules 
propose to eliminate the application of through class rates from 
points in central territory to points in the Big Sandy and Ler 
ington districts of the Chesapeake & Ohio Railway in Kentucky, 
resulting in higher combination rates on certain articles. The 
following is illustrative, bed springs, compressed to one-half 
normal thickness, less-than-carloads, rates in cents per 10 
pounds, from Muncie, Ind., to Pikeville, Ky., present, 139; pro 
posed, 205.5. 

In I. and S. No. 3453, the Commission has suspended from 
May 12 until December 12, schedules in supplements Nos. 13 and 
14 to Cottrell’s I. C. C. No. 745. The suspended schedules pro- 
pose to increase the rates on brick and other clay products, 
carloads, from Charleston, W. Va., group points to destinations 
in Kentucky on the Louisville & Nashville R. R. The following 
is illustrative, rates in cents a ton of 2,000 pounds: 


From Charleston, W. Va., to Richmond and Fort Garrett, Ky., 
present 260, proposed 285. 


In I. and S. No. 3454, the Commission has suspended from 
May 15 until December 15 schedules in supplement No. 23 
Cottrell’s I. C. C. No. 759. The suspended schedules propos 
to increase the rates on woolen blankets, any quantity, from 
Leaksville and Spray, N. C., to St. Paul, Minneapolis, Duluth, 
Minn., and group points. The following is illustrative, rates 
teing in cents a ton 100 pounds: 


From Leaksville and Spray, N. C., to St. Paul and Minneapolis 
Minn., present 210; proposed 234. 


In I. and S. No. 3455, the Commission has suspended a 
May 15 until December 15 schedules in Dearborn’s I. C. C. No. 
4; supplement No. 7 to Atlantic Coast Line I. C. C. No. wr 
supplements Nos. 1 to Southern I. C. C. Nos. C-2139 and A oa 
and other individual lines’ issues. The suspended sche and 
propose to cancel provisions concerning absorption of icing ight 
re-icing charges on dairy products and other perishable ~~ 
as published by certain southern carriers and to apply ren 
thereof provisions as published by Agent R. C. Dear goer 
account of all carriers in Southern territory which would res 
principally in incnreases in the minimum weights. May 

In I. and S. No. 3457, the Commission suspended from ** 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


FF 
H. D. DRISCOLL EDWARD A. HAID | PAYSORE 0 
Commerce Counsel Especial attention to rate and railroad] CERTIFIED PUBLIC. ‘ACCOUNTANT (ILL.) 
and Attorney matters generally. SPECIA 
PHILCADE BUILDING 1704-6 Boatmen’s Bank Bldg. INTERSTATE COMMERCE CLAIMS 
TULSA, OKLAHOMA St. Louis, Mo. 


Jos. C. COLQUITT THOMAS M. WOODWARD|You can reach Traffic World 


ATTORNEY AT LAW ATTORNEY AT LAW readers each week 


ht Classification Matters Formerly Attorney for the Director General - 
eo Commerce and of Railroads and Attorney and Examiner Through the use of an advertise- 






FEDERAL TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 








Departmental Practice for the Interstate Commerce Commission. ment in this space at the small 
expense of about one-fortieth of 
$10 Eighteenth St. WASHINGTON, D. C. Transportation Building, WASHINGTON, D.C. a cent per subscriber 
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Formerly Assistant to Director General of Rail- Specializing in Rate and Other Transportation 
nads, and Comptroller United States R. R. Adm Cases 


11 South La Salle Street, Chicago, IIl. 
Telephone Randolph 0844 
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ATTORNEY AT LAW 
ATTORNEY AT LAW = seated: on caine Miia tae ATTORNEY AT LAW 
Specializing in practice before Interstate state Commerce and Federal Trade Cemmis- | [Investment Building, Washington, D. C. 
Commerce and State Commissions siens, rates, price fixing and _ valuatien. Chief Exami 
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DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


HENRY J. SAUNDERS BISHOP & BAHLER T. D. GEOGHEGAN 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. —— se RICHMOND, VA. 
ST. te ncesenes BE Storers, Distributors and Forwarders 
HICALLY : 





of General Merchandise 






LOCATED TO RENDER 
DISTRIBUTORS 175,000 Square Feet Floor Space 
IVE WAREHOUSE Southern R. R. Siding.  25c Ins. Rate 






AND FORWARDING 
SERVICE 






1709 East Cary Street 














TRUCKING Aa GUIDE 





Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 





JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL ST.—TEL. STATE 3694 


CHICAGO 
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Increased Salaries for 
Traffic Managers 


‘*A plan of pooling L. C. L. shipments which I worked out 
has saved large sums for my firm and our customers, and 
has won the attention of railroad men,” writes L. V. Mullett, 
Traffic Manager for Mutschler Brothers Co., Nappanee, Ind. 
**As I have advanced, through the aid of LaSalle training 
in Traffic Management, my income has increased propor- 
tionately. It is now 140% larger than when I began my 
training, but my biggest satisfaction lies in being able to 
do my work efficiently.” Whether or not re have had years 
of experience in traffic work, you will be interested in 
LaSalle’s 64-page booklet, “Opportunities in Traffic Manage- 
ment.’’ Send for it today. It’s FREE. Address Dept.595-TA. 


LaSalle Extension University, Chicago, IIl. 



















Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage—Forwarding—Distribution—Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


DENVER, COLORADO 


Sk 


FIREPROOF WAREHOUSES ON TRACK 

Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Storage Company 
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16 until December 16 schedules in supplements Nog, 64 . 
to Boyd’s I. C. C. No. A-1817. The suspended scheduleg ah 
to increase the rates on furniture, carloads, from Chic Propose 
to St. Paul and Duluth, Minn., and group points, ms i, 
lowing is illustrative, rates being in cents a 100 pounds: * 


From Chicago, Ill., to St. Paul, Minn., present 43: 
From Chicago, Ill., to Duluth, Minn., present 43; proposed tr 684, 





PENNSYLVANIA BOAT TRAINS 


The Pennsylvania Railroad, for the first time in ; 
will this season operate regularly scheduied through Dassen 
train service from its western terminals and intermediat, 
points directly to the dock in New York harbor, to connect a 
steamship sailings for Europe, it is announced. 

The special boat trains will run to Pier 4, Bay Ridge, Brook 
lyn, and will deliver passengers and baggage at the ship's side 
for sailings in May, June, July and August of the shenmaal 
“Europa,” “Bremen” and “Columbus” of the North German 
Lloyd Line. The first of the boat trains, marking the inaugyry. 
tion of the service, was scheduled to reach Pier 4, Brooklyy 
at 8:45 p. m., Tuesday, May 13. oa 

In establishing boat train service the cooperation of the 
government was accorded and authority granted by the War 
Department to operate the trains over government property at 
the pier. f 


ts history, 








WANTED—Traffic men who are willing to save time and money 
by using standard printed forms. Straight and order bills of lading 
claim forms, car record sheets, car order forms, ete. Send for free 
catalogue and sample sheets. The Traffic Service Corporation Mer- 
chandise Department, 418 S. Market St., Chicago, IIl. ai 












We Bind The Traffic World 


aioe al 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery : 
cag 


350-354 West Erie Street 










Chicago’s and Kansas City’s 
Most Modern Warehouses 


Merchandise oust 


RMIN AL Re a 
Pooi Car 


Distribution 


2000 Carload 
Capacity 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPA 


589 South Front Street, MEMPHIS, TENN. 


A COMPLETE SERVICE 
for the warehousing and 
distribution of merchandise 
to Illinois pots. 


ve 
WAREHOUSES 


PITTSBURGH DISTRIBUTION 


Cold and dry storage distribution can be most successfully sccompis, 
the 5,000,000 Pittsburgh District population through the Terminal seer trucking 
connections of all railroads into the group of buildings eliminates 8)! pvery 
and hauling, except for city deliveries. Lowest obtainable insurance 

modern facility for doing business. 


ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 
THE TERMINAL BUILDINGS 
Pittsburgh Terminal Warehouse & Transfer Company - 
Terminal Way and Carson Streets Pittsburgh, Penneylva 
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